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Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, 0. 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Direct Service Baltimore to Honolulu without transshipment. 
For particulars, rates, sailings, etc., apply to General Offices, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 


Increasing Your 1930 Volume! 


Dependable Distribution Service from a Stock Located Near 
Your Customer Is the Best Foundation Upon Which to Build 


LOCATED AND EQUIPPED TO OFFER YOU VALUABLE CO-OPERATION. 
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Merchandise Cars for Each Rail Line Loading Daily at Our Platforms 
—Save Cartage Expense — Expedite Delivery — Build Good Will 
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Speeding 


Your Shipments 


**The Fireman’”’ 


for the successful operation of the 

locomotive, the Wabash fireman is an 
important figure in Red Ball Service. Chief 
of his many duties and the one from which 
he derives his title, is the scientific feeding 
of fuel to the fire-box. The generating of 
the proper steam pressure is of utmost 
importance and absolutely necessary in 
maintaining on time schedules and 
speeding your shipments swiftly and safely 
to their destinations. 


Pier te responsible with the engineer 


Thru the skillful performance of his 
duties, the fireman adds his bit in making 
the Wabash Red Ball Fast Freight Service 
the most reliable of all Class 1 railroads. 
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Highest test liners add tough- 
ness and resistance to our 
Corrugated Boxes in a very 
definite degree for MORE 
STRENGTH 


The high, strong, resilient 
Corrugated safety arch insures 
30% to 70% M ORE PRO- 
TECTION and ECONOMY 






Our cushion corrugations run 
36 to the foot with #y of an 
inch between the heavy liners, 
giving a board caliper of prac- 
tically %4 inch over all—an 
unusually strong board. 


Better Boxes Pay Dividends in 
Reduced Shipping Costs 


It is a well known fact that cheap fibreboard shipping boxes are more expensive in the long run than 
quality boxes built primarily for hard service. Slap-dash boxes, sold at an attractive low price, are 
sources of trouble and this fact shippers of merchandise in fibreboard boxes know to be generally true. 
Shippers who buy quality boxes from reputable makers 
always experience less trouble than those who consistently 
buy at “rock-bottom prices” and it is logical that the best 
wares, whatever the merchandise may be—are never the 
cheapest in construction or price, and the wear is in propor- 
tion to the quality. 


In our processing of corrugated and solid fibre shipping con- 
tainers we aim at quality—always at quality. Shippers, by 
using quality boxes, benefit by making definite savings and 
where we have access to their plants we often find we can 
make still greater savings by suggestions offered from our 
great store of experience. 


We will be glad to figure with you on your requirements and 
help solve your packing and shipping problems, and don’t 
forget—we furnish quality boxes only and prescribe from 
our great variety of regular and special types as required 
to fill your needs. If you write, refer to Department 2 for 





How a delicate radio can be packed and 
shipped in a corrugated fibreboard box. ; ‘ 
Note double wall reinforcements for quick service. 


protection. 


CONTAINER CORPORATION 


OF AMERICA 
AND 


MID-WEST BOX COMPANY 
CHICAGO, ILLINOIS 


7 


111 W. Washington St. 





Six Mills—Twelve Factories Capacity 1200 tons per day 
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Electric Freight Service| : 
800 Points 5,000 Miles || 
Central Electric Traffic Association| 





ELECTRIC RAILWAYS ARE PARTIES TO 
THROUGH CLASS RATES TO AND FROM 
S. F. A. TERRITORY 


The faster and better freight service of the electric railways is gaining for 
them an ever-increasing tonnage. 


To Speed Up Your Shipments— 


Address Mr. L. E. Earlywine, Chairman, Central Electric Traffic Association, 
Indianapolis, Ind. He will supply full information about the service. 
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FREIGHT? 


Soo Line Service 
sets the standard 










Tie direct lines and efficient working 
system of the Soo Line enable it to set the 
standard for speedy and accurate delivery of 
all freight moving through its various chan- 
nels of consignment and transport. 


The special care and close attention 
given shipments by the Soo Line’s great army 
of trained employees assure the shipper that 
even the smallest crate will reach its destina- 
tion in perfect condition. The Soo Line sets 
the pace for safe and reliable freight delivery. 


eS a dela Ta for Canadian destinations must be accompanied by SHIPPERS’ 
DECLARA' IN MADE IN TRIPLICATE. This document must be delivered to rail- 
pas fa ge A the shipment and accompany same to Canadian port of entry. 


, ”_ EDMONTON 
BRITISH COLUMBIA wen oe 
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Boston, Mase, 40 Central St. AGENCIES San Francisco, Cal., 681 Market St. 


Bufalo, N 504 Iroquois Bldg. Dubath, Minn., 408 West Superior St. New York, N. Y., 1550 Woolworth St. Paul, Minn. 1118 Bm Na- 
Chicago, Th Ties Bankers Bldg., Clark dianapolis, Ind., 480 Merchants Bank Bldg. tional Bank 
Adams. —. Omaha, Neb. be ~ Ww. WwW. Bids. Sault Ste. Marie lich. 

Kansas City, Mo., 723 Walnut 8t. Passaic, N. J. Bicomfeld A Seattle, Wash., 6564 Stuart Bldg. 
oe . 08. —_— +» Los les, Cal., 630 Van Nuys Bldg. Philadeiphia, fe +, Room 914 Fidelity- 7 Wash. +» 1015 old. Nat’l Bank 
Cleveland,’ 0., 915 Union Trust Mem Tenn., Porter Phila. Trust Bl Bl 
Dallas, Tex..’712 8. Life Bide Milwaukee, Wis., 68 East Wisconsin Pittsb + il Oliver Bi Supe or, Wis. 

Detroit, t, Mich., 2243 First National Portland, Me. -» 1012  Crsumen B Tacoma, Wash., 1113 Pacific Ave. 
Bank Bld Minn., B00 Line Bldg., Portland, Ore., 148-A Broadway Waukesha, Wis. 
and a Rapids, ich » 1001 Grand ‘th gels and Marquette Ave. — Mo. -» 2050 Railway Exch. was Man., 603-604 — 


ROUTE YOUR FREIGHT CARE OF S800 LINE 
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O PLACE in America is more 

ideally suited for diversified 
manufacturing than the world 
famous Pittsburgh District. 


Situated in the heart of a vast net- 
work of transportation that extends 
like a huge spiderweb to every dis- 
tribution center in the United 
States. Here is a rich industrial 
realm built up and improved by 
decades of progressive development 
—here is available good, depend- 
able; competent labor and cheap 
light, power and fuel. 


PUT YOUR FACTORY 
in the LOGICAL PLACE 





No wonder so many great American 
Industries have thrived so well—no 
wonder so many great fortunes have 
been built up in this great indus- 
trial realm. 


If you too would be logical in your 
selection of a manufacturing site, 
choose the Pittsburgh District. This 
Company invites your inquiries re- 
lating to suitable plant sites up to 
twenty acres in area along its road 
where it offers a high grade belt 
line service to all trunk lines serv- 
ing the Pittsburgh District. 


MONTOUR RR. PITTSBURGH, PENNA. 
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The open door to the world’s markets —arteries of communica- 
tion to all of the 129 important buying centers of the globe — the wide flung and 
speedy system of the Pennsylvania Railroad — ships that sail the seven seas. These 
are factors of the Pennsylvania Dock & Warehouse terminal at Jersey City — big 
factors in a steady march of commerce that makes the world echo with its trade. + 
From this strategic position at Exchange Place, Jersey City, on the threshold of New 
York, manufacturers and distributors possess the means for direct communication 
with the market places of six continents. And within the metropolitan area a popula- 
tion of nine and one-half million affords an immediate market eager for the benefits 
of a distribution system such as this organization insures. + Modern — everything 
modern, buildings and piers, electric energy, water, gas, 24 hours per day of power 
—lofts with extra strength trusses—buildings light and airy—healthful working 
conditions — Hudson tubes to Manhattan almost at the front door—ten minutes to 
the Holland tunnel. + Natural resources, engineering skill, expert traffic manage- 
ment—these have been combined in the creation of a terminal, warehouse and dis- 
tribution service admirably suited to the needs of all who wish to reach effectively 
and economically the home and overseas markets. 
Send for descriptive booklet 


Pennsylvania Dock & Warehouse Company, 25 Church Street, New York, N. Y. 


Pennsylvania Dock & Warehouse Co., Inc., 

25 Church St., New York City. 
You may send us your free booklet “A Rail-to-Keel Terminal.” We are interested in: 
Manufacturing [_] Distribution [_] Warehousing [_] Cold Storage [| 
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LMS 


Great Britain 


London, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” 


FOR THE CONVENIENCE of TRAFFIC 
MANAGERS and FREIGHT FORWARDERS 


LMS 


has established Freight Traffic Offices in America 
where full information may be obtained concerning 


(1) pen ors rates on merchandise from 
e seaboard to the interior of Britain. 


(2) Port dues, transfer charges, etc., from 
the principal ports. 


(3) Storage and distribution charges in 
Great Britain. 


Address any office 


LMS Ry of G. B. LMS Ry of G. B. LMS Ry of G. B. 
(Jas. P. Rebertsen, Inc.), (Dyson Shipping Ce., Inc.), (Oregen Forwarding Co.,Inc.), 
333 N. Michigan Ave., 311 California St., 912—Board of Trade Bidz. 

Chicago, Ill. San Francisco, Cal. Portland, Oregon. 


LMS Ry of G. B. LMS Ry. of G. B. 
(Irving H. Heller) (G. E. Baughman & Ce.), 
1204 Pierce Bidg., Seaboard Bank Bidg., 

St. Louis, Mo. Norfolk, Virginia. 


LMS connects all the principal sad 


British ports with the whole of 


England, Scotland, Wales and 
industrial Ireland. 


LMS earries more than 150 







million tons of freight annually. 





Lendon, Midland & Scottish Railway of G. B., 
Thomas A. Moffet, Freight Traffic Manager in America, 
1 Broadway, New York City. 


Great Britain 
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comes to 9t-Lo 


fee coming of Natural Gas to St. Louis has brought still 
another industrial advantage to this central manu- 
facturing city of the Mid-West. 


Piped directly from the Northern Louisiana Fields through 
526 miles of giant mains, this hotter, cheaper fuel is now 
being utilized in steel and other manufacture, and offers 
its service to a thousand lines of industry. 


Geologists’ surveys have established Natural Gas resources which 
ensure St. Louis many, many years’ supply. One hundred million 
cubic feet of high-pressure Gas are here to be had daily. A fifty per 
cent additional expansion is well within the capacity of the system. 


Manufacturers in steadily increasing number are turning to Gas Fuel 
because of its cleanliness, ease of control, and the tremendous saving 
in labor which it makes possible. The elimination of fuel-storage, 
the saving of time in obtaining desired temperatures, and the pre- 
cise and ready maintenance of high degrees of heat over extended 
periods are among the benefits gained. 


St. Louis concentrates powerful advantages for manufacturers... .. 
Dependable Natural Gas ....The world’s greatest coal-fields—guar- 
anteeing continuous low rates for electricity from cheap steam coal 
.... Rail and river transportation unequalled....Materials....Men.... 
The whole surrounding nation for a market! 


St. Louis welcomes new industries. To them 
* 

The Industrial Bureau it offers much. Facts of keenest practical in- 

terest are at the service of thinking manu- 


of the Industrial Clab facturers. Let us put you in touch with them! 
(509 Locust St.) of St. Louis 
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NLIST THE SOLDIER OF Penduria) 

strength, arméd with the shield of 
safety, to protect your dock build- 
ing program. 


The superiority of REINFORCED CON- 


CRETE DOCK<construction is not only 
_tecognized by engineers but the Federal 


eee 


Detroit Edison; Co. 


Central West Coal Cod, 


Courts, loka in repeated detnioad Ad 
decreed the validity: and good standing 
of the Ferguson Patent. 


Follow the dictates ‘of good judgment 
and consult with us that your name may | 
be added to this ever-increasing “‘roll-cafl” 
of .representative American Industries. 


a 


. Anaconda Copper Cé. 


‘ Chicago & Northwestern Ry. Co. 
© Grasselli Chemical Company 
~wCity of Detroit 
Union Carbide and Carbon*Co. 


Bethlehem Steel Co. 


“Standard Oil Co. of New Jersey 


Sun Shipbuilding Co. 
Virginia Shipbuilding Korboration 


Houston Compréss Co. 
Stewart Sand Co.of Kansas City} 
Anderson-Clayton Co. of: Houston 


«Michigan Northern Power Co. 


_othe;M. A. Hanne:Co. 


pe Zap wKin Be street 


Solvay Process Company © 
Pennsylvania Railroad Co. 

Canton’ Co, of Baltimore ; 
Winkworth Fuel & Supply Co. 
Chicago, St. Paul, M. & O. Ry. Co: 


Lake Superior & Ishpeming RR. Co. 
» City~oof Norfolk 

City of Cleveland 

C. & Bs Transit Co. i 

State of Californian™\ ~» 

City of Houston, Texas,” . 

seer sei Lime & Trangpor§ Co, 


~Peerless-Egyptian Cement Co. » 
City of Wyandotte, Mich. 

A.J. Dupuis Co., Detréit,. Mich» 
Michigan Steel Castings .Co. 
Petoskey Portland Cement Co. 
Wm. Cramp & Co. ‘ 
Hdavana Docks Corporation 


Detroit Iron.and Steel Co,», 
The Cleveland Cliffs Iron Co..., 
City of Sf. Petersburg” 

Gulf Refining Co.» 

D. &.C. Navigation Co. 


Mapes & Ferdon, Ltd. ¢ ‘ 
Nicholson, Terminal & Dock Gé._ 
Staten Island meng to Co, 
Imperial Tobacco.Cd» >... go 
Humble Oil Com, 
Wisconsin Steel Lo. 
Edward W. Bissell Estate; Deitéit, Mich. 
* Chester Shipbuilding & Dry Dock Co. 
> Baltimore Dry’Doek & Steamship.Co. 
Sanford:& Brooks Co. of Baltimore, Md. 
Groton tron Works Co,,-Groton,.Conn. « 
» \Mi¢higan. Ammonia Works of Detroit 
Consolidated G. & E. Co. of pmone i 


a Ta > 


&, 


ane pOck & TERMINAL ENGINEERING COMPANY < 


-—Consulting\Engineers . U™~ . 
‘GAYLORG Ww. FEAGA, President . CLEVELAN 


! ° OHLO 



























PAGE 283 





The Traffic World 


You Plan to Move 
~ Your Factory 
in or Locate a 


New Branch 
— Consider 















Six Reasons 


Arkansas Offers Unusual Oppor- 
tunities for Textile Industry 
Development 









Industry is turning its eyes to the great Southwest. It is 
recognizing it as an empire of almost undreamed of possibilities. 

There are vast forests of virgin timber, huge deposits of needed 
minerals and raw materials innumerable. There are unlimited 
possibilities for the further development of cheap power. There 
is a thoroughly awakened spirit of co-operation on the part of its 
residents. The climate of the Southwest is mild yet invigorating. 
Excellent transportation facilities supplement a strategic natural 
location in respect to markets. There is an abundance of com- 
petent, native white labor. E 

Textile manufacturing, especially, is developing at a rapid pace 
in the Southwest, and particularly in Arkansas. Investors, opera- 
tors and technical experts have all placed their stamp of approval 
on Arkansas, urging its careful consideration by the textile manu- 
facturer planning a new location or seeking a site for a branch 
plant. 

Because they are taking a prominent part in the development of 
the Southwest, the Missouri Pacific Lines have had a thorough 
survey made of the opportunities Arkansas offers the textile 
industry. Every factor that enters into the successful operation 





Low Tax Rate 


Low local tax rate assured by spirit of com- 
munities to co-operate in industrial develop- 
ment. New textile plants state exempted for 
seven years, 







Raw Material 


Abundant supply of cotton assured as Arkan- 
sas is the center of a territory that produces 67 
per cent of the nation’s cotton supply. 






Transportation 


Points covered in surveys are located on Mis- 
souri Pacific Lines, assuring dependable transpor- 
tation to all parts of the country. 







Labor Supply 


An abundant supply of native white labor, nat- 
urally intelligent, easily taught and with no 
disturbing influences to disquiet them. 







Cheap Power 


Nearness of communities to cheap electric 
power, coal fields and supply of natural gas and 





huge oil fields. 















Ideal Climate 


Long summers and short, open winters are the 
chief characteristics of Arkansas climate—an 
ideal combination for industrial development. 









“A Service Institution’ 





of a textile plant has been carefully considered and checked. 

Eight communities were surveyed, their advantages listed and 
detailed. The result of this work, carried out by Robert and 
Company, a recognized authority, forms a most interesting and 
highly valuable contribution to the future of the textile industry. 
The surveys have been printed in handy booklet form and will be 
sent to anyone interested in knowing textile facts about Arkansas. 

The surveys were made and the booklets are being distributed 
as a part of the Missouri Pacific Lines’ policy of service, and to 
further assist in the industrial development of the Southwest. For 
copies address— 


J. G. CARLISLE, Director 
Industrial Development Department 
MISSOURI PACIFIC LINES 
St. Louis, Mo. 








Now-Direect from Baltimore and 
Philadelphia to Paeifie Coast 


Munson-McCormick Line announces the elimination 
of the port of New York from the westbound schedule. 
This lessens the time in transit from Baltimore and 
Philadelphia and materially improves service to 
shippers of goods for Pacific Coast distribution. The 


following is an example of service: 


From From 
STEAMER Baltimore Philadelphia 
8.8. Absaroka Feb. 15 Feb. 19 
S.S. Muntropic Mar. I Mar. 5 
S.S. Chas. R. MeCormick Mar. 15 Mar. 19 
S.S.Sydney M. Hauptman Mar. 29 April 2 


Also calling at Wilmington, Del., and Camden, N. J., 
prior to sailing from Philadelphia. 


Eliminate Worry—Ship via McCormick . . . Four Fleets—80,000 Miles of Service 





Pacific Coastwise Freight Regular Intercoastal Service 


and Passenger Service 







Pacific-West Indies- 
Jacksonville Service 






Pacific-Argentine-Brazil Line 
U.S. Mail Contract Steamers 






Orient—Klaveness Line 









OAKLAND Portland 
Marker st.Picre hip Company  seauic 
(LAkeside 3146) ities 












215 Market St. 
San Francisco 
DAvenport 3500 


Vancouver, B.C. 


Los Angeles 
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SS oa IN THE NORTHWEST 


CALIFORNIA 


via the Clean, Cinderless, Scenic, 
Great Northern Route 


Step aboard the New EMPIRE BUILDER 
or the luxurious ORIENTAL LIMITED... 
The NEW ride the 1200 clean, cinderless miles behind The 


super-power oil-burning and electric loco- 


EMPIRE motives ...60 miles by daylight along Gla- ZOXURIOUS 
cier National Park ...enjoy the courteous 
BUILDER service of these superbly equipped modern ORIENTAL 
; : trains and you will understand the over- 
RadioEquipped whelming popularity of the Great Northern LIMITED 
R 


oute. 


FREIGHT SERVICE 


Route your freight via Great Northern for fast, conven- 
ient and dependable service... between Saint Paul, 
Minneapolis, Duluth, Superior, Sioux City, Winni- 
peg, Billings, Butte, Spokane, Portland, Klamath 
Falls, Ore., Seattle, Tacoma and intermediate 


A. J. Dickinson : 
Passenger Traffic Mégr. points. H. G. Dow 


S ° i ° +. . . 
‘. Paul, Minn Through Daily Merchandise Cars to Pacific cues 


H. H. Brown Northwest and intermediate points. New York City 


General Traffic Mégr. 
St. Paul, Minn. 


P. H. Burnham 
T. J. Shea 
Western Traffic Mgr. 
Asst. Gen. Freight Agt. 
105 W. Adams St. Seen, Woe 
Room 620, Chicago, Ill. 
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THE CLEAN, CINDERLESS, SCENIC ROUTE 
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Water-and-Rail Shipments to and f 








2 


rom New York 






Passenger steamships 
between New Orleans 
and New York are the 
“Momus,” “Creole,” and 
the famous new “Dixie.” 
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Southern Pacific Terminal and Elevator at Galveston an 

OUTHERN PACIFIC offers through freight service r 
S between the Pacific Coast and the Atlantic Seaboard 
entirely over its own facilities via the Sunset-Morgan 

Line. Freight service between Houston, Galveston, New - 

Orleans and New York, also between Galveston and Balti- re 

more, and passenger service between New Orleans and o 

















New York. 
Facilities for freight transfer are most advanced. Cars Th . 
e all-rail passenger 
are unloaded from depressed tracks level with floor of shed and freight se ae: : 
and deck of ship. Vessels are provided with side hatches. Sunset Route, through \ 
No hooks, swings, etc., are used. Electric trucks and travel- scaly mts — bce 
ing conveyors transport all classes of freight from car to a ee " 
5 4 San Antonio, El Paso; . 
ship and vice versa. j Golden State Route, % 
Terminal facilities at Galveston consist of 25 miles of through Tucumcari, New ih 
trackage, sufficient berthing space for 6 steamers and over ara — — rm 
480,000 square feet of unloading wharves, platforms, sheds ond Shactélinte thnena’. lt 
and concrete warehouse. Portland, Oregon. its 
ber 
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You are cordially invited to use the facilities of our entire organization in any 


way we can serve you. Simply communicate with our representative nearest to you. by 

Oe eT T Tee ity Bldg. Se eee Boston Bldg. Uptown Pass. Ticket Of.531 Fifth Ave. at a 

EE ee ere 209 Morris Bldg. Ee re ree Majestic Bldg. NS ara ee Perrine Bids me 
Birmingham............. 502 Protective Life Bldg. eee Pi Y Margall (antes Obispo) 46 oo, re Packard Bld 
nn ee rertr sr Old South Bldg. Indianapolis.............. ievehan ts Bank Bldg. i. ere Park! A vay 
RS iiait 5 4:6. b:ei6:orire cakes Ellicott Square Bldg. Kansas City............ Railway Exchange Bldg. es eee 41S. Leg : 
ee ee eee re Dixie Terminal OE SS ee ee Exchange Bldg. eee 1405 Fourt Blas 801 
Chicago—Freight Dept.. ..Southern Pacific Bldg. Minneapolis............. Metropolitan Life Bldg. | FER aS ee Carleton rf 
Chicago—Passenger Dept .......... 33 W. Jackson Maezico City............ Ave. Cinco de Mayo, No.7 Vancouver, B.C. ..........++++: 585 Granville On 
GRP cccccseccccccesscces Hippodrome Bidg. NAR pe Edificio Langstroth Washington, D.C.............:: Shoreham 





New York City—Frt.-Pass.......... 165 Broadway 








Volume XLV 


An independent national journal of transportation; a working tool for traffic men 


Rail—Water— Motor Vehicle— Air— Material: Handling and Distribution 


February 1, 1930 








Number 5 





Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle.common carriers in 
interstate commerce, and a special fee for the use of the 
bighway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
aw and the Commission. 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting ee operation of carriers thereon, who 
thould pay for the privilege of using the waterways in 
oder to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 


tegulation from the rail carriers. 





HELP FOR THE COMMISSION 


\70 one could more than we deplore the situation in 
‘Y which the Interstate Commerce Commission finds 
islf with respect to the mass of work before it and the 
‘ishing labor necessary for commissioners to perform 
order to make headway against it; no one could be 
lore Sympathetic than we are with respect to the legis- 
lation proposed by the Commission to enable it to relieve 
iself by delegating some of its tasks to individual mem- 
bers or subordinates, and with respect to its desire to 
‘levate the standard of practice before it in the interest 
to of lessening its burden; and yet it seems to us that 
it Commission appears rather impotent when it comes 
helping itself, 





ty the Commission, and yet we believe that, even without 


ne Bt TA 6h Joys cto 4: 

74 ‘ legislation, the Commission could do much in the 
Main * ‘ay of delegating certain matters to individual commis- 
on B Bla ners or examiners for careful consideration and report 
mS ME Which a division might well act without necessitating 








AS we say, we are in favor of the legislation desired 
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meticulous consideration of the record by the entire divi- 
sion. Indeed, the Commission must proceed somewhat 
in that fashion or it could not dispose of even the amount 
of work it does turn out. We think it might do more of 
this sort of thing. And, certainly, the Commission itself is 
responsible for-the huge mass of testimony and exhibits 
introduced and the long string of witnesses heard in 
every case of any importance—and, proportionately, in 
many cases of’ minor importance also. The Commission 
is itself the judge of what constitutes an adequate hear- 
ing and we think it might well adopt some rules of pro- 
cedure that would curtail the evidence brought before it. 
Much of it is irrelevant, unimportant, or repetition. No 
one can do this for the Commission. It must itself make 
the rules, and it could do so, we believe, in a way that 
would be of material help without arousing any opposi- 
tion of importance. We think it carries its idea of a full 
and adequate hearing to an unnecessary point. 

As to the Commission’s action in setting up a bar 
of persons entitled to practice before it—the purpose 
here being primarily to lighten the burden of work by 
endeavoring to have cases more intelligently presented, as 
well as to elevate the standard of practice for its own 
sake—we think it is failing to act as effectively as it 
might act. It did, to be sure, set up certain require- 
ments for practitioners, other than attorneys, before its 
bar, by providing that one must be possessed of qualifi- 
cations “to enable him to render valuable service before 
the Commission and is otherwise competent to advise 
and assist in the presentation of matters before the Com- 
mission,” but this restriction has been largely vitiated 
by the accompanying provision that applicants may be 
admitted on statement of three sponsor practitioners and 
the apparent willingness of many of those who have been 
admitted to practice to become sponsors for anybody 
who asks them to do so. The Commission, we suppose, 
could refuse the application of anyone it did not think 
qualified, but it is hardly in position, under its present 
methods and with its present organization, to conduct 
investigations as to qualifications, and we imagine it 
would be hesitant anyhow to “turn down” an applicant 
who was duly sponsored. 

The bar of practitioners, as now constituted, 
therefore, means little. Anybody who desires to be ad- 
mitted to practice before the Commission may be admit- 
ted by procuring as sponsors three men who have been 








Millions of Dollars 


for supplies ---- Each Year 


Down South, saw and axe are biting into virgin 
timber. The shriek of the gang-saw and roar of the 
planer sound hour after hour from scores of big mills. 
Long lines of cars, curving away from crowded plat- 
forms, disappear into the distance, carrying lumber 
which is to enter into the construction of homes, 
factories, farm buildings, and other structures. 


In every phase of its opera- 
tions, the southern lumber 
industry hungers for supplies. 
Millions of dollars’ worth of 
machinery, equipment of 
various kinds, tools, food, 
clothing, lubricants, sta- 
tionery, automobiles, tractors, 
rope, chain, supplies, etc., are 
purchased today and repur- 
chased tomorrow. 


Along the lines of the 
G. M. & N.—*The Road of 
Service’ ‘—the lumber industry 
is a major factor. It repre- 
sents a big market—one which 
every salesmanager should 
seriously consider. Through 
the facilities offered by this 
carrier, cultivation of this 
market is convenient—and 
usually very profitable. Write 
for full information. Address: 
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admitted. The original nucleus of the bar was formed 
by admitting to practice all former members of the Com- 
mission now in the practice of law and all recognized 
attorneys who could make proper certification. Then 
these were permitted to sponsor any others they chose, 
and those so sponsored and admitted might similarly 
sponsor others, So that the endless chain continued. Men 
have thus been admitted to practice who never appeared 
before the Commission and probably never will appear. 
bvery rate or shipping clerk who thought he might, per- 
haps, some time, desire to go before the Commission, or 
who, merely out of vanity, desired to have his name 
among the practitioners, got three good fellows to endorse 
his application and he was admitted. The class of prac- 
tiioners is no more select than it was before the bar 
was set up. Anybody could appear before the Commis- 
sion then, and anybody can now. Indeed, the situation 
now, for record purposes, appears worse than it was 
before the establishment of the bar, because now many 
names of incompetents are on the list of practitioners, 
whereas, before there was any such list, these per- 
sons could have appeared, to be sure, but there was no 
written record to show that they were entitled and qual- 
fied to do so. 

And now, out of this motley organization has been 
formed a bar association, which proposes to set up a 
code of ethics. Probably many of the incompetents will 
not join the bar association—since there is a fee attached 
to membership and the kind of men we have in mind 
have nothing especially to gain by paying out good 
money to join such an organization—and so we may 
have only the cream of the practitioners in the bar asso- 
cation and behind the code of ethics. But even the 
“cream” of the profession has not been as ethical as it 
might have been in the matter of sponsoring incompe- 
tents. This must be true or the incompetents would not 
have been successful in getting in. So we would suggest 
to the bar of practitioners before the Commission that, 
if the Commission itself does not insist on restrictions 
for practice before it (or even if it does), the practition- 
ers themselves, in their bar association, adopt as the first 
‘anon in their code of ethics a declaration that it is not 
roper to sponsor the application of an incompetent 
person for admission to practice before the Commission, 
and that the bar association itself set up something like 
astandard of requirements. It is somewhat late for such 
a Plan to accomplish everything desirable—being some- 
thing like locking the barn door after the horse is stolen 
~but it will serve for the future, for the incompetents 
will die, or just “peter out,” or, perhaps, become com- 
petent, and some day the practitioners—at least those 
vho are affiliated with the bar association—will be what 
the title implies. 

The Commission, no doubt, is proceeding cautiously 
because it has no statutory authority to establish a bar, 
but neither have the executive departments of the gov- 
‘nment, and they have done it: Perhaps it has gone 
“8 far as it thinks it can or ought, or perhaps it only 
‘gards what it has done as a beginning and will act 


The Traffic World 





PAGE 289 








more effectively in the future; but there is room and 
necessity for more drastic action and for work of a high 
order by the bar association. 


APPOINTMENTS TO COMMISSION 


The Trafic World Washington Burcau 


President Hoover has virtually selected the man he will 

nominate as-successor to Richard V. Taylor on the Commission, 
according to information obtained January 30. The nomination 
would not be sent to the Senate for several days, however, it 
was said. 
- J. C. Anthoni, of Warren, Ark., has written to Senator Rob- 
inson, of Arkansas, to support the recommendation of the 
Georgia delegation in Congress that Secretary George B. Mc- 
Ginty, Democrat, of the Commission, be appointed. 

There has been talk that the nomination will go to a Re- 
publican on the ground that, though he classifies himself as an 
independent, Commissioner Eastman is a “Democrat” in the 
eyes of the White House, and that, therefore, there are five 
instead of only four Democrats on the Commission. The law 
provides that not more than six of the eleven members of the 
Commission shall be of the same political party. 

Claudius Huston, chairman of the Republican national com- 
mittee, has introduced to President Hoover several men sug- 
gested for appointment to the Commission, including C. C. 
Frazier, attorney, of Greensboro, N. C., Paul Divine, of Johnson 
City, Tenn., Silas Williams, attorney, of Chattanooga, Tenn., and 
Judge Charles W. Lusk, of Chattanooga, Tenn. Mr. Huston’s 
home is in Chattanooga. It was said that Mr. Huston was not 
recommending these men for appointment but that he was 
simply making them acquainted with the president. 

Though it was understood that Hugh M. Tate, lawyer of 
Knoxville, Tenn., practically had the refusal of the appointment 
that would be made to fill the vacancy caused by the expiration 
of the term of Richard V. Taylor, of Mobile, Ala., some diffi- 
culties apparently arose in connection with consideration of that 
proposed appointment. Mr. Tate is understood to be still “in 
the running,’ however. 


HOLDING COMPANY INQUIRY 


The Traffic World Washington Bureau 


A thorough inquiry into ownership of railroad securities is 
to be made by the House committee on interstate and foreign 
commerce under authority of the Parker resolution (H. Res. 114) 
adopted by the House of Representatives without a dissenting 
voice late January 24. (See Traffic World, Jan. 25.) Chairman 
Parker has asked for $25,000 to pay the expenses of the 
investigation. 

Chairman Parker said it would be impossible to conduct the 
investigation without proper counsel, proper accountants, and 
without the expenditure of quite a considerable sum, “because 
we have got to subpena witnesses, pay witness fees, and we 
have got to examine books, perhaps, in distant cities. In doing 
that we will send a subcommittee to the place in order to make 
the examination, because that will be very much cheaper and 
the work can be very much more expeditiously done than if we 
attempted to bring the books to Washington.” 

The recommendation of the Commission that Congress look 
into the railroad holding company question was quoted by 
Chairman Parker in his explanation of why it was desirable 
that the investigation be made. In answer to questions, he 
Said the inquiry would reveal who owned the railroads. 

Representative Rayburn, of Texas, ranking minority member 
of the committee on interstate and foreign commerce, spoke in 
support of the resolution, asserting that the information sought 
was necessary before Congress could legislate with respect to 
consolidation of railroads. 

Hearings by the committee probably will not be started for 
some time. 

Representative Wyant, of Pennsylvania, has issued a list of 
more than seventy holding, trading and investment organizations 
said to be interested in railroad securities, for consideration in 
connection with investigation of the holding company by the 
interstate commerce committee. The list includes the names 
of the Allegheny Corporation, the Chesapeake Corporation, and 
the Pennroad Corporation. 


PASSENGER TRANSFER FIGHT 


A long-smoldering fight between the Pennsylvania and the 
Baltimore & Ohio on account of the extension of passenger 
service by the latter to the metropolitan area by means of free 
transfer of passengers between Greater New York and the Jer- 
sey shore has been brought into the open. The New York Cen- 
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tral, Erie, Lackawanna and the Pittsburgh & Lake Erie have 
gone into it. Nominally they are against the Pennsylvania. 
Actually they are against the Baltimore & Ohio. The fight 
came near breaking out into the open in April, 1928. The Penn- 
sylvania then filed a tariff which it withdrew because it believed 
it could persuade the Baltimore & Ohio to accept the Pennsyl- 
vania view about the motor coach service maintained, since 
1926, by the former between the metropolitan area and the 
Jersey shore. 

The immediate cause of the fight coming into the open was 
a tariff filed by the Pennsylvania, its I. C. C. No. 13247, effective 
February 2, providing a free transfer service to compete with 
that of the Baltimore & Ohio. The New York Central and those 
joined with it have asked for the suspension of the tariff and 
an investigation of the whole subject by the Commission. The 
Pennsylvania, in answer to the protest, said that but for the 
competitive situation it would join the New York Central request 
for suspension. 

The Pennsylvania offers, by the tariff mentioned, to provide 
for the free transfer of parties of twenty-five or more persons, 
“traveling together,” from, to, or via New York, N. Y. The 
areas designated are between the Pennsylvania station, New 
York, and the Grand Central Terminal in that city; between 
the Pennsylvania station, New York, and the docks of the East- 
ern Steamship Company, Inc., Hudson Navigation Corporation, 
Hudson River Day Line and the New England Steamship Com- 
pany, at New York; between the Pennsylvania station in New 
York and any other point within the boroughs of Manhattan, 
Bronx and Brooklyn; between the Pennsylvania station at New- 
ark and any other points in Newark, N. J. 

The arrangement, according to the tariff, applies to holders 
of tickets from, to, and via the Pennsylvania, between Philadel- 
phia, Pa., Washington, D. C., and intermediate points; Hagers- 
town, Md., Winchester, Va., and intermediate points; Cumber- 
land, Md., Connellsville, Pa., and Uniontown, Pa.; Pittsburgh, 
Pa., and points east and south thereof; also from or to the 
territory south of Washington, D. C., Norfolk, Va., and Hagers- 
town, Md. 

The carriers mentioned as having opened the fight on the 
Pennsylvania contend that the tariff is vague and indefinite to 
the point of illegality. They further contend that, inasmuch 
as there is no limitation upon the phrase, “Pittsburgh, Pa., and 
points west and south thereof,” the tariff brings in as parties 
to it carriers not mentioned in the tariff, including lines of the 
New York Central System. The protesting lines request the 
Commission to start an investigation not only of the service 
proposed by the Pennsylvania, but also the coach service that 
has been maintained by the Baltimore & Ohio since 1926. 

Answering the protests of the New York Central and those 
joined with it, the Pennsylvania declares that it is now and has 
been opposed, in principle, to granting transfer of passengers 
without additional charge at or through New York and at or 
through Newark, N. J. 


“Its sole reason,” says the Pennsylvania, “for issuing its 
tariff, I. C. C. 13247, was to protect its interests against action 
on the part of the Baltimore & Ohio, which company has, for 
some time, been pursuing the policy described at pages 18-21 
of the application for suspension (filed by the New York Central 
and its adherents) to the increasing disadvantage of the Penn- 
sylvania Railroad Company. The Pennsylvania Railroad Com- 
pany has sought, in all proper ways, to persuade the Baltimore 
& Ohio Railroad Company to discontinue the method outlined in 
the said application, but without success. * * * After the filing 
of this tariff (its I. C. C. No. 11488, effective April 28, 1928), it 
thought it had ground for believing that the situation would 
improve and accordingly it prayed leave and was permitted to 
withdraw the said tariff, before it became effective. Much 
to its regret the situation has not improved and in order to 
meet the competition engendered by the policy of the Baltimore 
& Ohio, the Pennsylvania has felt constrained to file its tariff, 
I. ©. C. No. 13247.” 

The Pennsylvania said that it would be glad to join in the 
prayer for suspension, provided that the Commission, at the 
same time, should decide to enter upon an investigation into and 
concerning the practice of the Baltimore & Ohio in the matter 
of the transfer of passengers to, from, and through New York 
and to and from Newark as prayed for in the petition of the 
protestants. By way of direct answer to the protest and re- 
quest for suspension the Pennsylvania denied that its tariff was 
vague and indefinite, saying that the protestants had correctly 
appraised the territorial scope of its tariff. It said that while 
it asserted that it had filed a lawful tariff, it nevertheless be- 
lieved that, except for the competitive conditions to which it had 
referred, the privilege should not be extended to the traveling 
public. If the Commission would start an investigation, it said 
it would gladly join the applicants in the prayer for suspension. 

The Commission, January 30, voted, in I. and S. No. 3416, 
to grant the prayer for suspension of the Pennsylvania tariff. 
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The suspension is for seven months from February 2 
part of the petition of the New York Central and those ap 
with it for an investigation of the service given by the B, g 
will come before the Commission later. “£0. 


G. N.-W. P. FAR WEST PROJECT 


Briefs in support of the applications of the Great North 
Railway Company (Finance No. 7439) and of the Wester Ps, 
cific Railroad Company (Finance No. 7440) for authority ,, 
construct 200 miles of railroad between Klamath Falls Ny 
and Keddie, Calif., to connect their system at Lookout "Calit 
were received by the Commission this week. The construction 
according to the proponents, will create an additional ang com. 
petitive route between California and the north, northeast an 
northwest. 

“The question here involved is not whether existing fai 
ities shall be duplicated but whether one set of existing facilities 
shall be obstructed in order to force all traffic to move over a 
preferred and competing system,” say the applicants ip their 
brief, and add: 


While we do not know what the future has in store we do know 
that there is a huge volume of traffic moving over the Southern 
Pacific’s north and south coast routes. We know that this traffic js 
regularly and rapidly increasing, first, because of natural growth of 
the territory and its enterprises; second, because of increasing pro- 
duction and consumption of California perishables, and, third, ty. 
cause of a rapid shift of manufacture and distribution from eastern 
points to the Pacific coast. It is conceded that this traffic will necesg- 
tate double-tracking of the Southern Pacific line within 12 to }; 
years, and we think it is shown that the double-tracking will be re. 
quired at a much earlier date. The cost of this double-tracking wou 
be more than three times that of the proposed new line and woul 
not furnish many of the latter’s advantages. 

The new route will provide a freight schedule between San Frap- 
cisco and Seattle one day faster than the present schedule, and be. 
tween San Francisco on the one hand, and Spokane and points east 
on the other two days faster than at present. The slower present 
running time is believed to be due largely to lack of competition, 
It now takes as long to move freight to Spokane from San Francisco 
as from Chicago, although the distance from San Francisco is only 
60 per cent of that from Chicago. : 

The carriers’ highest function is to provide rates and service which 
will be adapted to the requirements of industry and commerce. We 
are satisfied that the applicants’ program is peculiarly adapted to 
the industrial and commercial needs of the Pacific coast and that 
its accomplishment will yield benefits to producers, consumers and 
carriers alike. 

In addition to benefiting directly the California perishable ship- 
pers through providing an additional reservoir of refrigerator cars 
for them, the construction of the connecting line will result in 
greater utility and serviceability of existing refrigerator car equip- 
ment, since it will enable the Western Fruit Express Company to 
put into use cars which it must now hold on the line of the Great 
—— Such economy in railroad operation is in the public in- 
erest. 

The economic efficiency of the Western Pacific-Denver & Rio 
Grande Western route is dependent to a large extent upon the dis- 
position of these applications. With the construction of the con- 
necting line and the close traffic alliance with the Great Norther, 
we have every confidence that the Western Pacific and the Denver 
& Rio Grande Western will be well on the way to a solution of their 
traffic and revenue problems. Stated obversely, it seems certain that 
these carriers cannot qualify to play their proper part in the general 
transportation scheme of the central regions if conditions must remain 
static and all growth is forbidden. 

Since the Southern Pacific has been permitted to increase the 
effectiveness of its competition in Great Northern terrtiory through 
construction of the Klamath Falls-Alturas line, it would seem only 
fair that the Great Northern should be permitted to more effectively 
enter the territory previously served by the Southern Pacific. Since 
one line is extending more effectively into the north, the other should 
be permitted to extend more effectively into the south. Much of the 
traffic which the Great Northern will be able to obtain through its 
proposed extension will simply replace traffic which it has lost and 
will lose to the Southern Pacific through the construction of the 
pene mre line and the change in the direction of traffic of manufac 
products. 


Briefs in support of the application also were filed by the 
Department of Public Works of Washington, the Spokane Chat 
ber of Commerce, Spokane Merchants’ Association, 
Chamber of Commerce, Tacoma Chamber of Commerce, Public 
Utilities Commission of Utah, Board of Railroad Commissioner 
of Montana, Board of Railroad Commissioners of North Dakota 
San Francisco and Oakland Chambers of Commerce, City at 


County of San Francisco, City of Oakland, Down Town Ass § 


ciation of San Francisco, Board of Supervisors of Sutter County, 
Calif., and others; Board of City Commissioners of Salt Lake 
City, Board of County Commissioners of Salt Lake Couily, 
Utah Coal Producers’ Association, Utah Shippers’ Traffic Ast 
ciation, Arizona Corporation Commission, and Public Utilities 
Commission of Idaho. The Denver & Rio Grande Wester filed 
a brief in support of the Western Pacific a, plication. 


N. E. TRANSPORT STATISTICS 
New England transportation statistics are included 
chapter on transportation in “The Commercial Structure of 
England,” a report prepared by the domestic commerce 
of the Department of Commerce. Tons of freight moved 
railroad and truck in 1927 and preceding years and 
relating thereto are given in the report. 
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Current Topics in 
Washington 





Clyde B. Aitchison, commissioner, 
them Literary Fellers and j. Edgar Smith, examiner, are 
jibe at Each Other authors. The former has just finished 

about 3,700 pages, printed, in anno- 
tating the satutes the Commission administers. The latter, 
within two years, in addition to sonnets, has produced a work 
in verse, reminding one of Shelley in his pan-theism. How- 
aver, they do not take themselves as seriously as did some of 
the Victorians. Being Americans, when one finds that the other 
has got his foot over his neck in a verbal wrestle, he jeers at 
that other. 

Just the other day one of the friendly notes the authors 
send each other, headed, “A Roving Commission,” signed 
“Aitchison,” got into circulation among those who know about 
the case. It is addressed to “Dear J. Edgar” and says: 


In Docket No. 18642, on sheets 3 and 4 of your proposed report I 
find this gem: “‘Any attempt to extend the scales prescribed in those 
cases (the consolidated southwestern cases) must keep one eye upon 
the rates to and from Pacific coast terminals while the other eye 
watches the clauses of the fourth section of the act.’’ Might I re- 
spectfully suggest that “attempt’’ (whoever attempt is) will be 
cross eyed to begin with if he is able to perform this strabismatical 
feat? 1 am ashamed of you. 





Everyone in Washington having any 
interest in valuation questions believes 
the O’Fallon case will go to the Supreme 
Court again. That belief existed even be- 
fore the Commission, by Commissioner 
Eastman, sent its letter to Senator Couz- 
ens telling him why, in his estimation, a reproduction at current 
prices valuation would be about as poor a rate base as could be 
imagined for both the owners and users of the railroads. 

At first, the letter was taken as telling the court that what 
it said was the law was foolishness. But then came an inclina- 
tion to study the assertion that, really, the decision in the O’Fal- 
lon case added nothing in the way of light to the Smythe vs. 
Ames decision. The decision in that case, when analyzed, 
seems little more than a wearied and, perhaps, worried, court’s 
answer to the contentions of the various schools of thought on 
the subject of valuation that this, that, or the other theory should 
be accepted as the guiding light. 

“Get away from here all ye who claim that this, that, or 
the other single theory must be used,” the court seemed to 
say. “The law on the subject is that you must consider all 
the things that have been mentioned as furnishing the one true 
guide, Consider them all, give due consideration to each, 
arive at a fair value—fair to the public, fair to the owners— 
and then use that as a rate base.” 

On such an interpretation, the letter to Couzens was not 
taken as any sort of characterization of the decisions of the 
court. On the contrary, it seemed more of an answer to the 
contention of those who had run away with the decision in the 
O'Fallon case by saying that it meant that reproduction at 
current prices had to be the dominant and controlling thing in 
all valuations, even for those railroads only a few steps ahead 
of proceedings looking toward their abandonment. Attorneys 
for the O’Fallon do not go that far. They insist that there are 
lo facts in respect to that property warranting a value lower 
than reproduction at current prices, less depreciation. 

One thing remarked about the arguments on the O’Fallon 
decision was that they were really better than those made to 

© court, even if, as charged and denied, some of the arguments 
but before the court differed somewhat from those put before 
the Commission. 

A thing that appealed to the layman was the invitation of 
Walter I. Fisher to consider the historical background of Smythe 
. Ames. He pointed out that the parties to that case came 
on the courts urging as strongly as they knew how that 
~ that, or the other theory was dominant and controlling. 

€ railroads then insisted on original cost, crying havoc and 


O'Fallon Case 
May Bring Order 
Out of Chaos 


outrage when William J. Bryan advocated cost of reproduction: 


2 current prices. Fisher’s suggestion was that the perplexed 
se threw them out, rejecting the single theory idea as ob- 
val ous to the law and telling them that all the elements of 

le had to be considered. 
i Po go the case again comes before the court, the lay idea 
t the court should have a complete picture of the facts 
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leading up to the 1896-8 litigation. One of the facts was that 
the granger states, noting the low prices then prevailing in 
comparison with what they were when the roads were built, 
unfairly, if not indecently, insisted on making rates on what 
it would then cost to build the roads, rather than on a fair 
valuation arrived at by taking into consideration all the facts 
and the theories of value evolved from them. Those who inter- 
pret the O’Fallon decision as adding no light to the earlier case, 
as a rule; believe the railroads, if they insist on valuations based 
on current prices in all cases, are acting as unfairly as were 
the granger states when they insisted on the theory that the 
extremists on the railroad side, if any, now insist is dominant 
and controlling. It may be lese majesty to suggest it, but there 
is a thought that the court will have more guidance when it 
again considers the case, especially if it notes the fact that the 
motion for a reopening of the O’Fallon case on the depreciation 
phase so as bring into operation the rule on the subject laid 
down in the Baltimore street car fares case; made by an O’Fal- 
lon attorney, was withdrawn. A suggestion on that head is 
that that is a rule that may cut two ways and leave those who 
would abandon depreciation on cost out on a limb, without gain 
to him who would put aside the old for the new. 





An old stager of a traffic man lis- 
tened to some testimony this week about 
coal rates in the southeast about which 
he testified seventeen years ago. Then 
he wondered how there could be such 
testimony as there was on some points 
of probably only historical value. 

But there are few real liars in such matters or any other 
things of historic value. A man who traveled with a circus for 
many years, claiming to be the only one who came through 
the eruption of Mont Pelee, which destroyed the city of St. 
Pierre and other communities on the island of Martinique in 
1902, seemed to be an exception to the rule of truthfulness. 
Judge Lacroix, whose official duty it was to know the facts about 
that disaster, said that only one human being escaped with 


History, Liars, and 
the Congenitally 
Inaccurate Ones 


“life from the cloud of gas that rolled down the side of the 


volcano and exploded when it hit the breakfast fires in the city. 
That was an elderly woman who was brought to the hospital at 
Fort de France. She died without regaining consciousness, 
although she mumbled a few indistinct words. 

An unintentional distortion of history has obtained currency 
within the week in an account of the killing of the first pas- 
senger in an airplane crash—Lieutenant Selfridge, at Fort Meyer, 
Va., across the Potomac from Washington, in 1908. The ac- 
count said that Orville Wright’s airplane went into a side slip 
and that Selfridge was the first casualty in the military air 
forces. Death was caused in his case by a side slip in the 
same way that a hemorrhage causes the death of a man shot 
through the heart. A wire strut broke and became entangled in 
a blade of one of the propellers. That caused the crash in 
the course of which there was what is now known as a side 
slip, but the side slip was not the immediate cause of the death 
that was the first of airplane passenger deaths, not merely the 
death of a man in the military air forces. 





A little more than three years 
ago the Baltimore and Ohio estab- 
lished delivery of passengers by 
motor coaches in the heart of 
Manhattan and later in Brooklyn, because it felt it could not 
afford to use such passenger facilities as it might have leased. 
There was considerable polite guffawing at Dan’l Willard, as 
they call him in New England. The idea of utilizing motor 
coaches as a substitute for the customary passenger station 
did not register as a good one among other railroad passenger 
men. 

Now that arrangement has drawn the fire, before the Com- 
mission, of the Pennsylvania, which proposes to retaliate in 
kind before the Baltimore and Ohio has rejected the true gospel 
of how to handle passenger business, and the New York Central. 
The latter has been put in the attitude of opposing the Penn- 
sylvania’s retaliatory measure. The Pennsylvania, however, in 
its answer showed itself to be in full sympathy with the New 
York Central. 

It may be possible for the Commission to destroy store door 
delivery, using the three words to mean any accessorial service 
that may be devised to overcome disadvantage of one carrier 
as compared with another. Those who have had to think much 
about it are coming to the conclusion that ultimately the regu- 
lating body will be forced to acknowledge that all it can or 
should undertake to do is to see that the accessorial service 
affords only fair competition. Abolition or prohibition, it is 
felt, is not the answer to the extension of service that, unless 
met, may put the one that once had an advantage by reason 
of supposedly superior service or facilities at a disadvantage. 


Store Door Delivery of 
Passengers in New York 
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If time were the only element considered in competition in 
passenger business, the motor coach method of delivery would 
not have become, it is suspected, a subject for consideration by 
the regulating body. 





Is a plain pig, with a cute snout and 
curly tail, more valuable than a lieu- 
tenant in the army of the United States, 
even a lieutenant of engineers? Under 
some conditions it might seem so. Here 
is what a War Department report says 


. Many Cheers for 
the Pig, None 
for the Lieutenant 


about the matter: 


Word from the United States army engineer battalion which is 
conducting the proposed Nicaragua Canal surveys, continues to bring 
out both the difficulties which confront the expedition and the suc- 
cesses scored in overcoming them. The hero of the latest tragi-comedy 
is Lieut. B. B. Talley. Learning that the detachment at San Carlos 
was reduced to a choice of corned beef from cans or alligators from 
the streams, so far as the meat component of its rations was con- 
cerned, Lieut. Talley, as paymaster and quartermaster, set out from 
Graytown by small boat with the detachment pay roll and three pigs. 
En route, the turbulent waters of the San Juan River all but swamped 
his frail craft. Lieut. Talley secured the money to his person and 
grasped the boat with one hand and a pig with the other. The re- 
maining two-thirds of his livestock washed away. On arrival at San 
Carlos, the detachment turned out to greet the bedraggled expedition. 
Lieut. Talley received little attention; a ducking was all in the day’s 
work and the payroll meant little in a shopless jungle. But lusty 
cheers were given for the pig.—A. E. H. 


HARRIMAN-LOREE LINE 


The Trafic World Washington Bureau 


Opposition to the issuance of a certificate authorizing the 
construction of a line from Easton to Allegheny City, Pa., by 
the New York, Pittsburgh & Chicago, was voiced at a hearing 
begun by Assistant Ddirector Burnside in Finance No. 4741, 
in re proposed construction of a line by the New York, Pitts- 
burgh & Chicago, on January 28. It came from the Baltimore 
& Ohio, which itself had planned a line in roughly the same 
territory, the Pennsylvania and the New York Central. The 
testimony in behalf of the project, which follows the so-called 
Harriman-Loree line, was completed by Max V. Beckstedt, gen- 
eral freight agent of the Delaware & Hudson, who supplied 
material asked for at the prior hearing, in which facts tending 
to show the need for another line across central Pennsylvania 
were presented. 


The hearing for the opposition was begun the day after 
Daniel Willard and other Baltimore & Ohio officials had testi- 
fied in the case created by the application of that carrier for 
permission to acquire control of the Buffalo & Susquehanna, 
which, with the Buffalo, Rochester & Pittsburgh, would be used 
in the line proposed by the Baltimore & Ohio. New construc- 
tion between Sinemahoning and Williamsport, Pa., would con- 
nect the two roads mentioned with the Reading-Central of New 
Jersey system, in which the Baltimore & Ohio has a large stock 
interest. 


Broadly speaking, the opposition was based upon the prop- 
osition that there was no need for another line. The Baltimore 
& Ohio exception to that was that one was needed to give 
relief to its lines at Pittsburgh and Baltimore and that only 
$15,000,000 of new capital would be required to provide it, while 
hundreds of millions would be needed to put through a line on 
the Harriman-Loree route. 


J. J. Ekin, comptroller of the Baltimore & Ohio, came for- 
ward with many figures to show that the Harriman-Loree route 
was not needed, because the railroads in the eastern district 
had plenty of facilities to handle the present and prospective 
business. One of his exhibits was intended to prove that the 
rivers in the Pittsburgh district had taken much traffic from 
the railroads, while in other parts of eastern territory trucks 
and busses had also helped themselves to business that other- 
wise might have been expected to go to the railroads. One 
column of the exhibit about river tonnage showed that the 
tonnage via rail and river, in the Pittsburgh district, increased 
from 177,071,238 tons in 1912 to 200,444,513 tons in 1928. In 
that same period another column showed that the river tonnage 
increased from 12,476,323 tons to 42,105,577 tons and the rail 
takings fell from 164,594,915 to 158,338,936 tons. 

Mr. Ekin vigorously denied an implication, caused by a 
question put by H. T. Newcomb, on cross examination, that Mr. 
Ekin disagreed with Mr. Willard as to the importance of the 
proposed line across Pennsylvania. He said he regarded it as 
extremely important to the Baltimore & Ohio. 

“Can’t you think of anything except in terms of the selfish 
interests of the Baltimore & Ohio?” asked Mr. Newcomb. 

Mr. Ekin denied that he was thinking only in that way, 
adding that the interest of the Baltimore & Ohio, in this mat- 
ter, was also the interest of the Baltimore & Ohio. 

Operating and transportation facts tending to show the 
lack of necessity for the line were given by E. S. Neilson, freight 
traffic manager in the eastern district; C. H. Lippincott, coal 
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traffic manager; and J. D. Downes, chief of freight transporte, 
tion, all of the Pennsylvania. : 

The New York Central did not take any active part jp th 
presentation of statistics intended to show that there Was . 
public necessity for the construction of such a line as that 
proposed by the New York, Pittsburgh & Chicago. C. A. Halpin 
who represented the New York Central, said that such teats 
mony as it could present would be cumulative and that in, 
fore none would be presented. That offered by the Baltimor, 
& Ohio and the Pennsylvania, he said, showed what the Ney 
York Central would offer were it to present witnesses, _ . 

Mr. Beckstedt presented rebuttal testimony in regpe¢; of 
the testimony introduced by the opposition. 


B. & S. ACQUISITION BY B. & 0. 


The Trafic World Washington Bureau 


Only the Baltimore & Ohio side was presented in the hear- 
ing held by Assistant Director C. V. Burnside on January 27 
in Finance No. 8012, application of the Baltimore & Ohio i, 
acquire control of the Buffalo & Susquehanna by purchase o; 
stock. The Delaware & Hudson was present, intending to offe 
L. F. Loree as a witness to tell why the application should no; 
be granted. When the Baltimore & Ohio had put into the recor 
testimony by J. J. Ekin, comptorller; George M. Shriver, exegy. 
tive vice-president, and Daniel Willard, president, the Delaware 
& Hudson announced a decision not to offer any testimony, but 
to present the matter on argument by brief and orally. 

Acquisition of the Buffalo & Susquehanna, the witnesses 
declared, would be complementary to acquisition of the Buffalo. 
Rochester & Pittsburgh. It would constitute a part of the plan 
of the Baltimore & Ohio to give relief to its line between (Chi.- 
cago and New York, at Pittsburgh and Baltimore, by the cop. 
struction of a short, low-grade line across Pennsylvania, cop. 
necting its line from a point west of Pittsburgh with the Reading. 
Central of New Jersey system, in which the Baltimore & Ohio 
has a large stockholding interest, by means of seventy-three 
miles of new construction from Sinemahoning to Williamsport, 
Pa., at an estimated cost of $15,000,000 if satisfactory trackage 
arrangements could not be made with the Pennsylvania and 
New York Central. The new line would shorten the Baltimore 
& Ohio distance between New York and Chicago to 900 miles 
and carry it over a summit in the Alleghenies 700 feet lower 
than the present high point. 

In all, Mr. Shriver estimated the Baltimore & Ohio would 
have to spend about $80,000,000 for the acquisition of stock 
and new construction, the short line enabling the Baltimore & 
Ohio to route traffic around the congested part of the Pittsburgh 
district and free its line through Baltimore so that it would 
not have to decline freight from the south, through Potomac 
Yard, as Mr. Willard testified that it had been compelled to do. 
In answer to a question by Mr. Burnside, Mr. Shriver said that 
the Baltimore & Ohio owned something more than 34 per cet 
of the stock of the Reading. 

The Buffalo, Rochester & Pittsburgh and the Buffalo & 
Susquehanna, the testimony showed, would furnish tracks 
enabling the applicant to avoid congestion at Pittsburgh and 
route traffic around Baltimore, thereby affording relief to the 
users of Baltimore & Ohio facilities at those points. 

Mr. Willard, so as to give the Commission a picture of the 
situation, recited the plans made by the Baltimore & Ohio for 
a cut-off from Uniontown, Pa., to Wheeling, W. Va., and other 
projects. All of them, he said, would be more expensive thal 
the plan now pressed upon the Commission and not shorten aly 
distances. d 


W. B. T. & S. PREFERS M. P. 


The Waco, Beaumont, Trinity & Sabine Railway Compaly. 
by its president, R. C. Duff, has advised the Commission it 
wishes to be allocated to the Missouri Pacific and not to the 
Southern Pacific as provided in the consolidation plan. Fur 
thermore, says Mr. Duff, the Southern Pacific does not wail 
his line. 

In Finance No. 7470, the Missouri Pacific unification pro 
ceeding, the Waco, intervener, has petitioned for reopening 8° 
that it may press its claim for inclusion in the Missouri Pacific 
system. The petition is based on the plea that since the pro 
posed report was issued in the Missouri Pacific case and the 
time for filing exceptions had passed, the Commission issued 
its consolidation plan allocating the Waco to the Southem 
Pacific system. Mr. Duff wrote to H. M. Lull, executive vice 
president in Texas and Louisiana for the Southern Pacific, 


ascertain whether the Southern Pacific would take over the 


Waco. Mr. Lull replied in the negative, according to the Wace 
petition, which says the Southern Pacific in effect refuses to 
carry out the Commission’s plan. F 

In the general consolidation proceeding, Mr. Duff has aske 
the Commission to reopen it so that he may submit evidence 12 
support of the proposition that the Waco should go to the Mis 
souri Pacific rather than the Southern Pacific. 
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Decisions of Interstate Commerce Commission 
i eS GVKITTETTlTlaae  aT T a TTe 


BOILER REPARATION 


On reconsideration, on appeal from division 2, the Commis- 
jon, in No. 19514, Simms Oil Co. vs, Texas & Pacific et al., has 
reversed the former decision, 153 I. C. C. 341, which dismissed 
the complaint on the ground that the applicable joint class A 
vate of $1.02, on three carloads of second-hand boilers, shipped 
‘om Wortham, Tex., to Norphlet, Ark., was not unreasonable. 
pon the authority of Lone Star Gas Co. vs. Santa Fe, 153 I. C. 
¢ 987, decided by division 3, the Commission has reversed the 
former finding. It now finds the rate unreasonable to the extent 
it exceeded 84.5 cents, which is 52.5 per cent of the first class 
mate prescribed in the Southwestern Revision. The record in 
this case, says the report, does not warrant a different conclu- 
sion from that reached in the Lone Star case. 
~ The conclusion that $1.02 was not an unreasonable rate was 
based, said the report on further consideration, upon the ground 
that the average distance between the groups in which 
the points of origin and destination were situated, was ap- 
oroximately 500 miles, for which distance the rate prescribed 
in No. 9702, the Memphis-Southwestern Revision, was $1.02, 
yielding 95.2 cents per car-mile, 48.9 mills per ton-mile and 
$396.78 per car. 

In its petition for further consideration the complainant, 
the report said, relied upon the findings in the Consolidated 
Southwestern Revision and in Prairie Pipe Line Co. vs. A. W. 
321. C. C. 56 and 146 I. C. C. 149. The petition contended that 
the actual distance over the route of movement should have 
been used in determining the reasonable rate and not the aver- 
age distances between the groups. On that basis the complain- 
ant figured a rate of 72 cents, which was the class A rate for 
the distance over the route of movement under the scale pre- 
scribed in the southwestern revision. 

However, the Commission picked up the Lone Star case in 
which boilers were found, while not found in the oil-well supply 
list, entitled to move in mixed carloads with such supplies at 
the rating and minimum on such supplies. 

In that case the rates on the commodities involved were 
found unreasonable to the extent they exceeded or might ex- 
ceed, on joint-line hauls, 52.5 per cent of first class, in which 
distance Was to be computed under the alternating rule therein 
set forth, on shipments routed by the shipper. Reparation, this 
report said, was awarded on that basis in both the Lone Star 
and Prairie Pipe Line cases. 

Using the rule in the Lone Star case the Commission, on 
reconsideration, with Chairman McManamy and Commissioner 
Woodlock noting dissents, found that the complainant was en- 
tiled to reparation of $204.22. 


RAIL-BARGE-RAIL DIVISIONS 


_ A method for dividing the joint rail-barge-rail rates between 
Fargo, N. D., and points in Illinois, Indiana, Iowa and Missouri, 
connection with the government’s barge line between Dubuque, 
la, and St. Paul-Minneapolis, Minn., has been prescribed for 
the future and for retroactve application since September 26, 
1927, in No. 20154, Inland Waterways Corporation, operating 
Mississippi-Warrior Service, vs. Northern Pacific et al. The 
targe line, in its complaint, alleged that the divisions claimed 
by the railroads were unjust and wumreasonable. The rates 
around which the dispute revolved were those established by 
reason of the Commission’s decision in Inland Waterways Cor- 
boration vs. Chicago Great Western, 129 I. C. C. 521. 

_ The Commission, by division 4, found, with Commissioner 
Woodlock noting a dissent, that just, reasonable and equitable 
division would be arrived at as follows: 


th From the present first-class all-rail rate corresponding withi 
es rail-barge-rail rate to be divided, deduct 30 cents and apply a 
: porate, using the following factors: 
loca] *. the haul between Fargo and the Twin Cities, the present 
; F Tst-class rate for such haul, minus 30 cents. 
northbo the haul between the Twin Cities and Dubuque, the present 
' r und local first-class rate for such haul, minus 30 cents. 
hea the haul between Dubuque and the inland point in Illinois, 
haul na, Iowa or Missouri, the present local first-class rate for such 
" a 30 cents. 
the Twines portion thus obtained for the haul between Fargo and 
the Tess Cities, add 15 cents; from the portion for the haul between 
all-rail fr Cities and Dubuque, deduct the differential between the 
respondi Tst-class rate between the points in question and the cor- 
haul b, se rail-barge-rail first-class rate; and to the portion for the 
© Miss, ween Dubuque and the inland point in Illinois, Indiana, Iowa 
P ~ aged add 15 cents. Then ascertain the percentages which each 
€ resulting amounts is of the rail-barge-rail first-class rate 


between the points in question; and apply these percentages to the 
rail-barge-rail rate to be divided to obtain: 

1. The rail division between Fargo and the Twin Cities. 

2. The barge division between the Twin Cities and Dubuque. 

_ 3. The rail division between Dubuque and the inland point in 
Illinois, Indiana, Iowa or Missouri. 

In obtaining division percentages by the use of this formula, 
the carriers are at liberty, for purposes of simplification and con- 
venience, to divide the territory into groups and use percentages for 
such groups based on typical hauls. Permission to do this is given 
because it has been suggested that the formula is unduly complex 
for practical use. An application shows that it would produce the 
following percentages in the following instances: 


—Percentages— 
Between Fargo and (1) (2) (3) 
Ce 1 55 psi enien as hye de Raman ee ee eee 47.6 22.2 30.2 
PA: UL, . Sncdsewhe dence dee ase ddossdets 45.4 22.9 31.7 
CHES ctbb ign dacednesonasi snearesanewa see 42.6 22.4 35.0 
Sr I GS Ai SS oda bc acicensicvens ors eee 53.9 25.5 20.6 


The differences between the percentages in these cases, which 
are typical of comparatively long, short, and medium rail-barge-rail 
hauls, show that the group principle can easily be used without con- 
sequential sacrifice of revenue by any of the carriers. 

We also find that there should be a retroactive adjustment of: the 
divisions since September 26, 1927, upon the above basis found just, 
reasonable, and equitable. 


The Commission said that, if the parties to the case de- 
sired, after the decisions in the eastern and western class rate 
investigations had been made, to bring this matter to its atten- 
tion again, they might do so. It said it was to be assumed 
that self-interest would cause the parties to keep such records 
of the business involved as would enable them to show definite 
operating results under the divisions ordered herein. The order 
requires the parties to make the divisions prescribed not later 
than May 15. 

Insufficiency of the complaint to bring the matters directly 
into issue, the Commission showed, made it unable to make 
findings about switching absorptions and a reciprocal per diem 
arrangement, as suggested by the barge line. Inasmuch as the 
complaint did not bring the matters directly in issue, the Com- 
mission said they could not be covered by its findings. (See 
Inland Waterway Transportation for other matter concerning 
barge rates.) 


POTATO DIFFERENTIALS 


In a report written by Commissioner Woodlock, on further 
consideration in No. 20337, Leonard, Crosset & Riley, Inc., et al. 
vs. Aransas Harbor Terminal et al., the Commission has modi- 
fied, in part, the findings in the former report, 155 I. C. C. 89, 
respecting rates on potatoes, from specified points in Minnesota 
and North Dakota to destinations in Kansas and the southwest. 
This report also embraces the cases shown as having been 
joined with it in the original decision. 

The modification consists of increasing the differentials 
over Sioux City, Ia., prescribed for use on traffic to Kansas. 
The cases were reopened on the question of reparation. A fur- 
ther hearing has been had on that point but no disposition has 
been made of that phase of the matter. Upon petition of the 
railroads the cases were also reopened for further consideration 
of rates to Kansas. That is the phase disposed of in this report. 

In this report the Commission finds unreasonable the rates 
assailed to Kansas destinations from the Red River Valley 
points mentioned in the original report, via Sioux City or the 
Twin Cities, and from points in Divide, Williams and McKenzie 
counties, North Dakota, via Sioux City to the extent they exceed 
or may exceed the applicable rates from Sioux City by more 
than the amounts prescribed in the original report, plus the 
additional amount, if any, determined by the use of a formula. 
Distances are to be computed over the shortest routes over 
which carload traffic can be moved without transfer of lading, 
with the rate to the more distant point, in case of fourth sec- 
tion departure at an intermediate point, being held as the max- 
imum. The formula follows: 


Add 

When the distance from Sioux City to destination is: Cents 
SE ES ME hls cake. dVbie caw eew see dtte Wad eaewennwhdeleeed be 4 
Sy ee i i NS 56 60.6 56 bh 00-05 05h 0 6 ck 8 Sy pnd NS 0 ¥HN 0 oh 3 
ee ee ee I, inc 8 066,450 ae howe \enawewseaivasnaneennd 2 
ee ee en ee ee NE, os. 00s ca cescw si sedsawees ooo SaGil'e becuse 1 
SR SS io 5 0 and Flas 6b 0 600 0 ete) Oia oS PERE 0 HO6 64 web 0 OEY 0 


—_— 


c JOINT PASSENGER SERVICE 
The Commission, by division 5, on further hearing in No. 
17876, Twin Cities and head of lakes passenger-train service, in 
a report written by Commissioner Lewis, has approved the plan 
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of the Northern Pacific, Soo Line and Great Northern for a 
continuance of joint passenger-train service between the Twin 
Cities and the head of the Great Lakes dealt with in its prior 
reports in this case, 107 I. C. C. 498, 112 I. C. C. 403 and 132 
I. C. C. 413. 

This further action by the Commission was required by the 
fact that under its terms the agreement for such service ex- 
pired November 12, 1929. The service has continued since that 
time notwithstanding expiration while the Commission was con- 
sidering application for authority to continue it. The service 
being furnished and to be continued, says the report, is, with 
some curtailment, practically that which has been maintained 
since November 5, 1927, without protest or complaint from any 
source. At first only the Northern Pacific and Soo Line were 
parties to the curtailed service, which provided for a pooling 
and divisions of the earnings. The Great Northern joined the 
agreement after it was put into effect, with the approval of the 
Commission. The finding now is that the arrangement does 
not unduly restrain competition. No protests, Mr. Lewis said, 
were filed against the continuance. 


GRANITE TO WOODLAWN, N. Y. 


On a finding of unreasonableness, the Commission, by divi- 
sion 3, No. 21968, Presbrey-Leland Co., Inc., now operated as 
the Presbrey-Leland Studios, Inc., vs. New Haven et al., has 
awarded reparation and prescribed rates for the future on 
granite from Brattleboro, West Dummerston, and Barre, Vt., 
Concord, N. H., and Westerly, R. I., to Woodlawn, N. Y. The 
order for the future is effective on or before April 30. The find- 
ings, except as to reparation, follow: 


We find that the rates assailed from West Dummerston on 
granite, rough quarried, or sawed on four sides or less, were, are, 
and for the future will be unreasonable to the extent they have ex- 
ceeded or may exceed 17 cents on traffic moving prior to the ef- 
fective date of our order prescribing rates for the future herein, and 
15 cents on traffic on and after that date, minimum for both periods, 
50,000 pounds. 

We further find that the rates assailed, from points other than 
West Dummerston, on granite, rough quarried, or sawed on four 
sides or less, and on granite paving blocks, were, are, and for the 
future will be unreasonable to the extent that they have exceeded 
or may exceed 80 per cent of the contemporaneous sixth-class rates 
on traffic moving prior to the effective date of our order prescribing 
rates for the future herein, and 70 r cent of the contemporaneous 
sixth-class rates on traffic on and after that date, minimum for both 
periods 50,000 pounds. 

We further find that the rates assailed on granite, chiseled, 
dressed, hammered, or axed, were, are, and for the future will be 
unreasonable to the extent that they exceeded, exceed, or may ex- 
ceed 90 per cent of the contemporaneous sixth-class rates, minimum 
40,000 pounds. 

We further find that the rates assailed on carved, lettered, pol- 
ished, or traced granite were, are, and for the future will be un- 
reasonable to the extent that they exceeded, exceed, or may exceed 
the contemporaneous sixth-class rates, minimum 36,000 pounds. 


FOURTH SECTION RELIEF DENIED 

The Commission, by division 2, in fourth section applica- 
tion No. 12720, commodity rates to Tampa, Fla., and parts of 
other fourth section applications, by means of fourth section 
order No. 10301, has denied authority to the Seaboard Air Line 
and the Atlantic Coast Line, to establish or continue rates on 
canned goods, agricultural implements, wire rope, furniture, and 
iron and steel articles, carloads, from Ohio and Mississippi 
River crossings and other points named in tariff publishing 
rates from those crossings to Tampa, Fla., without observing 
the provisions of the fourth section at intermediate points. 
Relief is denied as of july 9, 1930. 

The Seaboard Air Line was the moving party. The Atlantic 
Coast Line, on account of competitive conditions, while denying 
the foundation upon which the Seaboard based its application, 
also asked for relief, not only at Tampa, but also at Ybor City, 
a point within the switching limits of Tampa. Relief was asked 
on account of rail-and-water competition via Atlantic and Gulf 
ports. In the recent southern class rate revision, the Com- 
mission said it had denied relief to the Seaboard on classes 
to Tampa on the ground of water competition. It said that the 
evidence presented in this case afforded no basis for a different 
conclusion with respect to the rates on the commodities men- 
tioned. 





COMMISSION REPORTS 


Lake Cargo Coal Rate Factor 

No. 22504, Atlas Fuel Corporation vs. Monongahela Railway 
et al. By division 5. Rate, bituminous coal, Parker Run Mine, 
W. Va., to Erie Coal Docks, Buffalo, N. Y., unreasonable to the 
extent the factor of $1.26 per gross ton from East Buffalo to 
Erie Coal Docks exceeded 76 cents. Dumping charge not un- 
reasonable. Reparation of $228.94 awarded on 12 carloads. Rep- 
aration only was asked. 


. Parsley 


No. 22144, S. Goldsamt, Inc., vs. American Railway Express 
Co. By division 5. Carload rate parsley, Mercedes, Tex., to 
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Chicago, Ill, reconsigned to New York, N. Y., applicable } 
unreasonable to the extent it exceeded $3.15 per 109 de 
Reparation awarded. No order for the future could be entered 
the Railway Express Agency, Inc., successor to the defendant’ 
not being a party to the case. , 


Wooden Bull Wheel Parts 

No. 18646, Parkersburg Rig & Reel Co. vs. Rock Island ¢ 
al. By the Commission on further hearing. Former Teport, 
136 I. C. C. 632, reversed. Rates, three carloads of wooden pyj 
wheel arms, cants and pins, Parkersburg, W. Va., to Bl , 
Ark., unreasonable to the extent they exceeded 90 cents on ship. 
ments made prior to July 1, 1922, and 81 cents thereafter the 
rates named being the contemporaneous rates on lumber.’ Re. 
versal was made because the former decision, by division 4 
disregarded the principle laid down in prior cases, that rates 
on wooden bull wheel parts should not exceed the lumber rates 
an illustrative case being Marion Machine Foundry & Supply 
Co. vs. P. R. R. Co., 104 I. C. C. 471. Reparation of $2196 
awarded. Commissioners Aitchison, Lewis and Woodlock notej 
dissents. 

Creosote Oil 

No. 20646, North State Creosoting Co. vs. Southern et a) 
By the Commission on reconsideration of the previous report, 
148 I. C. C. 667. Former report amended so as to include , 
finding that the present rate on creosote oil from Ensley, Ala 
and points in the Birmingham switching district to North Char. 
lotte, N. C., is not unreasonable but that the rate therefrom 
when the shipments moved was unreasonable to the extent i 
exceeded 26 cents. Reparation awarded. 


Crushed Stone 


No. 21120, John L. Humbard Construction Co. vs. Southem 
et al. By division 3. Rates, crushed stone, Hiddenite, N. C,, to 
McConnells and Clover, S. C., unreasonable after October 1, 
1927, and for the future to the extent they exceeded or may ex. 
ceed $1 to Clover and $1.10 to McConnells per net ton. Repara 
tion awarded. New rates to be effective not later than April 30, 


Waterproofed Cotton Duck 


No. 21394, Little Rock Tent & Awning Co. vs. B. & 0. et al. 
By division 3. First class rates applicable, waterproofed cot- 
ton duck, L. C. L., Cincinnati and Coshocton, O., to Little Rock, 
Ark. Those rates unreasonable to the extent they exceeded or 
may exceed second class. Reparation awarded. New rates to 
be made applicable not later than April 30. 


Farm Wagons and Trucks 


I. and S. No. 3353, farm or logging trucks or wagons, and 
parts thereof, from eastern, central freight and southern points 
to the southwest. By division 3. Proposed increased alterns- 
tive rates and reduced carload minimum, farm wagons and 
trucks, within the southwest and between points in the south 
west, on the one hand, and Mississippi River crossings and 
points in Illinois freight association and western trunk line ter- 
ritories, on the other, not justified. Suspended schedules or 
dered canceled and proceeding discontinued, without prejudice 
to the filing of schedules extending the proposed alternative 
basis so as to apply from competing points in the south. 


PROPOSED REPORTS 


Thief Hatches, Etc. 

No. 22339, Maloney Tank Manufacturing Co. vs. Santa Fe 
et al. By Examiner C. K. Glover. Dismissal proposed. Rates, 
thief hatches, cement, rubber packing and flanges, with steel 
tanks, K. D., Tulsa, Okla., to destinations in Texas, Colorado, 
Louisiana, Wyoming, Montana, and Alberta, Canada, not 
reasonable or otherwise unlawful. 


Cottonseed 


No. 21754, Jackson Traffic Bureau for Mississippi Cotton 
Oil Co. vs. Illinois Central et al. By Examiner Arnold C. Hat 
sen. Rates, cottonseed, points in Louisiana to Jackson, Miss. 
unreasonable to the extent they exceeded or may exceed, 40,000 
pounds minimum, the following: Ferriday and Waterproof, La. 
19 cents; Oak Grove and Frogmore, La., 20.5 cents; Wildsville 
and Jonesville, La. 21.5 cents; Clayton, La., 22 cents, and 
Archie, La., 22.5 cents. Reparation recommended. 


Can Openers 


No. 20695, Star Can Opener Co. vs. C. M. & St. P. ¢ al. 
By Examiner S. V. Markley. Dismissal proposed. Third clas 
any-quantity rating in official classification and resulting <7 
two carloads of can openers, Torrington, Conn., to Chicago, Il. 
not unreasonable. 

Potatoes 

No. 22347, Rinella-Battaglia & Co. vs. Seaboard Air Line = 
al. By Examiner Paul R. Naefe. Dismissal proposed. Rate, 
carload of potatoes, in barrels, Lewiston, N. C., to Potomat 











@ but 
Unde, 


dant 


nd et 
*POTt, 
. bull 
Tado, 


Ship. 
» the 


Mm 4 
rates 
‘ates, 
Ipply 
10.60 
loted 


30. 


; al. 
cot: 
ck, 
| or 
} to 


and 
nts 


and 
ith- 
ind 
‘er 


ice 
ive 


_—- —_—S 








rebruary 1, 1930 


‘ard, Va-s reconsigned in transit to Amsterdam, N. Y., inap- 
vieable. Estimated weight inapplicable in part. Applicable 
y pbination, 38.5 cents at actual weight of 41,100 pounds, from 
rewiston to Richmond, Va., and 36.5 cents at an estimated 
veight of 38,850 pounds, Richmond to Amsterdam, unreason- 
able to the extent it exceeded a joint through sixth class rate 
f 54 cents, actual weight, plus a reconsigning charge of $2.70 
; rear. Present rate of 48.5 cents not unreasonable. Carriers 
guthorized to waive undercharges down to rate found reason- 
able. Failure of carriers to maintain estimated weight provi- 
sions not unreasonable. 


Linseed Oil 
No. 22579, Warren Paint & Color Co. vs. Burlington et al. 
py Examiner J. P. Fichthorn. Dismissal proposed. Rate, lin- 


ved oil, North Milwaukee, Wis., to Nashville, Tenn., not un- 


reasonable. 
* Oak Timbers 
No. 22535, Atlantic Lumber Co. vs. L. & N. et al. By Ex- 
aniner Herbert P. Haley. Carload of lumber, oak timbers, Duff, 
tenn, to Port Arthur, Ont., Canada, misrouted by the Big Four. 
Applicable rate over route the car should have taken, 64.5 cents. 


Reparation of $60.95 proposed. 
Agricultural Limestone 


No. 22544, National Mortar & Supply Co. vs. Pennsylvania 
eal. By Examiner L. H. Dishman. Rates, agricultural lime- 
sone, Gibsonburg, O., to Douglass and Jacobs Creek, Pa., un- 
reasonable to the extent they exceeded $2.02 per net ton. Rep- 
aration of $154.50 proposed. 


Dressed Poultry, Etc. 


No. 22262, Swift & Co. vs. Aberdeen & Rockfish et al. By 
Examiner Arthur Kettler. Dismissal proposed. Rates, prior to 
July 14, 1928, dressed poultry, butter and eggs, straight or mixed 
carloads, points in Kansas, Oklahoma and Texas to destinations 
in Florida, Tennessee, Alabama, Georgia, and the Carolinas not 
umreasonable. No showing made as to damages resulting from 
any undue prejudice. This report embraces a sub-number, Ar- 
mour and Co. et al. vs. Same. 


Glue Stock 


No. 22137, Eastern Tanners’ Glue Co. vs. Southern et al., 
embracing also No. 22631, England, Walton & Co., Inc., vs. 
Same. By Examiner William A. Maidens. Rates, glue stock, 
including tannery fleshings or hide trimmings, carloads, to Go- 
wanda, N. Y., unreasonable, past, present and future, to extent 
they exceeded, exceed or may exceed 27 cents from Ashland, 
Ky. Buckhannon, Elkins, Parsons and Richwood, W. Va., and 
Luray, Va., in group 1; 32 cents from Covington and Richmond, 
Va., in group 2; 37 cents from Asheville, N. C., Bristol, Tenn.-Va., 
Chattanooga and Kingsport, Tenn., Morgantown, N. C., Newport, 
Tenn., North Wilkesboro, N. C., and Walland, Tenn., in group 
3, and 40 cents from Andrews, Brevard, Hazelwood, Rosman, 
and Sylva, N. C., and Rome, Ga. Reparation recommended. 


Petroleum 

No. 22550, Solar Refining Co. vs. D. T. & I. et al. By 
Examiner Paul R. Naefe. Interstate rates, petroleum and 
petroleum products, are and for future will be unreasonable to 
extent they exceed or may exceed, from Lima, O., 16 cents to 
Powers, O., and Morenci and Hillside, Mich., and 17 cents to 
Fayette, O. Suggested findings without prejudice to conclusions 
in No. 17000, part 4, petroleum and petroleum products. 


Anthracite 
No. 22604, St. Anthony & Dakota Elevator Co. vs. N. Y. O. 
& W. et al., embracing also a sub-number, Same vs. Same et al. 
By Examiner L. H. Dishman. Reparation of $97.42 recommended 
finding unreasonable rate on two shipments of anthracite 
coal, Mayfield Yard, Pa., to Winthrop and Farley, Ia., to extent 
exceeded $8.29 per ton. 


Cotton 
. ma 22530, New Bedford Board of Commerce on behalf Fisk 
Po ber Co. vs. Central of Georgia et al. By Exmainer William G. 
te ts. Recommends reparation on finding inapplicable combina- 
Ps Tate, cotton, New Bedford, Mass., to Barnesville, Ga., on 
— originally moving from Newark, N. J., to New 
tm an _— reshipped to Barnesville. Applicable combina- 
. Strawberries 

‘ No. 22582, Brainerd Fruit Co. vs. C. G. W. et al. By Exam- 
lig L. H. Dishman. Recommends dismissal. Rate, strawberries, 
onett, Mo., to Brainerd, Minn., applicable. 


Coal 


wane 22336, C. B. Seldomridge vs. Santa Fe et al. By Exam- 
Were s uce B. Dunn. Recommends Commission find rates 
» are and for future will be unreasonable to extent they 
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exceeded, exceed or may exceed $4.60 on lump coal and $4.05 
on nut coal from the Walsenburg district in Colorado to Eustis 
and Bertrand, Neb., and that rates from Oak Hills, Canon City 
and Crested Butte districts in Colorado to the same destinations 
were, are and for the future will be unreasonable to the extent 
they exceeded, exceed or may exceed the rates recommended 
from the Walsenburg district by more than the existing differ- 
entials Canon City, Oak Hills and Crested Butte districts over 
the Walsenburg district, and award reparation. 


Iron and Steel Routing 


No. 22625, Waterloo, Cedar Falls & Northern Railway Co. 
vs. Chicago & North Western Railway Co. et al. By Examiner 
Paul R. Naefe. Recommends dismissal. Routing restriction on 
iron and steel articles, carloads, from Steelton, Minn., to all 
destinations on the Chicago, St. Paul, Minneapolis & Omaha 
and the Chicago & North Western found not in violation of the 
Commission’s order in Restriction in Routing Iron and Steel 
Articles, 147 I. C. C. 282, and section 208 (a) and (b) of the 
transportation act of 1920. 


Non-edible Beef Cracklings 


No. 21955, Darling & Co. vs. B. & A. et al., embracing also 
No. 22332, American Agricultural Chemical Co. et al. vs. A. C. 
& Y. et al. By Examiner R. M. Furniss. Recommends dis- 
missal. Carload rating, non-edible beef cracklings, points in 
official territory to Chicago, Ill., not unreasonable or otherwise 
unlawful. 

Cornstarch 


No. 22293, A. E. Staley Manufacturing Co. vs. Wabash et al. 
By Examiner R. J. Olentine. Rates on cornstarch, Decatur, IIl., 
to Guthrie, Okla., Dallas and Brenham, Tex., not unreasonable 
but unjustly discriminatory and unduly prejudicial to extent 
they exceeded, exceed or may exceed those contemporaneously 
maintained from and to the same points on corn flour. Repara- 
tion should be denied. 


Sand and Gravel 


No. 22420, Missouri Gravel Co. vs. C. B. & Q. et al. By 
Examiner Michael T. Corcoran. Rates on sand and gravel, 
LaGrange, Mo., to Industry and Littleton, Ill., were, are and for 
the future will be unreasonable and unduly prejudicial to the 
extent that the factor thereof to Macomb, IIl., exceeded, exceeds 
or may exceed 80 cents and to the extent the factors thereof 
beyond Macomb exceeded, exceed or may exceed 44.5 cents to 
Industry, and 51 cents to Littleton. Reparation recommended. 


Steel Pipe, Etc. 


No. 18161, Sinclair Oil & Gas Co. vs. C. R. I. & G. et al, 
embracing also a sub number, Sinclair Pipe Line Co. vs. Santa 
Fe et al. By Examiner Arthur Kettler. Upon further hearing, 
method of computing distances prescribed in 147 I. C. C. 561, 
in which rates on iron and steel pipe or casing, tubing, and fit- 
tings, iron and steel tank material, and oil well supplies, be- 
tween points in Oklahoma and Texas, were found unreasonable 
and reparation awarded, modified so that in the case of ship- 
ments made over the shortest route specified in the tariff or 
authorized by carriers, or a shorter route, the rate shall be 
based upon the distance over the shortest route (of which the 
originating carrier was the initial line) over which carload 
traffic could be moved without transfer of lading. 


Iron and Steel Articles 


No. 20918, Westinghouse Electric & Manufacturing Co. vs. 
Pennsylvania et al. embracing also a sub-number, Same vs. 
B. & O. et al. By Exainer L. H. Dishman. Recommends in 
No. 20918 that rates of 17, 24 and 21.5 cents charged on ship- 
ments of rough iron or steel castings, Cleveland, O., to East 
Pittsburgh, Pa., which moved from April 1, 1920, to October 31, 
1924, inclusive, be found unreasonable to extent they exceeded 
rates of 15, 21 and 19 cents, and reparation. In the sub-number 
recommends that rates, rough iron or steel castings, Zanesville, 
O., to East Pittsburgh, Bessemer and Mifflin Junction, Pa., be 
found unreasonable to extent they exceeded the contempo- 
raneous aggregates-of-intermediates via Steubenville, O., and 
reparation. 

Shelled Peanuts 


No. 22528, Eatmor Chocolate Co. vs. A. G. S. et al., embrac- 
ing also a sub-number, D. L. Clark Co. vs. Same. By Examiner 
William B. Wilbur. Recommends reparation on finding rates on 
shelled peanuts, origins in Alabama, Georgia and Florida to 
Pittsburgh, Pa., unreasonable to extent the factors north of the 
Ohio River exceeded 30 cents prior to September 15, 1929. 


Flat Paper Cups 


No. 22486, Atlanta Paper Co. vs. B. & M. et al. By Examiner 
T. Naftalin. Recommends reparation on finding rate, flat paper 
cups, Worcester, Mass., to Atlanta, Ga., unreasonable to extent 
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it exceeded contemporaneous fourth-class rate of $1.26, minimum 
24,000 pounds, subject to rule 34 of the classification. 


Salt 


No. 21180, Buckley-Young Co. vs. A. G. S. et al. By Exam- 
iner Arnold C. Hansen. Recommends reparation on finding rates 
on salt, Anse La Butte, Avery Island, Weeks Island, Salt Mine 
and Jefferson Island, La., to York, Ala., unreasonable to extent 
they exceeded the present. rate of $5.20 per net ton, carload 
minimum 45,000 pounds. 


ST. PAUL BARGE-RAIL SWITCHING ERROR 


The declaration that Examiner John J. Crowley, in No. 
21107, City of St. Paul vs. Chicago, Burlington & Quincy et al., 
and a sub-number, Inland Waterways Corporation vs. Same, had 
recommended a charge of $4 per car for switching between the 
barge line terminal in St. Paul, Minn., and Minnesota Transfer, 
Minn., is erroneous. (See Traffic World, January 25, p. 229.) 
He quoted the finding of the Commission that a $4 per car 
charge would be reasonable as a charge for switching by the 
Bridge Terminal Railway as warrant for his proposal for the 
imposition of a switching charge between St. Paul and Minne- 
sota Transfer but recommended $6.30 per car for the haul be- 
tween the barge line terminal in St. Paul and Minnesota 
Transfer. 


FRISCO ABANDONMENT AUTHORIZED 


The Commission, by division 4, in Finance No. 7402, St. 
Louis-San Francisco abandonment, has issued a certificate au- 
thorizing the applicant to abandon its line between Brownwood 
and Aquilla, in Stoddard county, Missouri, and its line between 
Bloomfield and Campbell, in Stoddard and Dunklin counties. 
At the argument attorneys for the two counties mentioned said 
that the lines would be needed for the hauling of materials for 
the building of several “farm to market” highways. A revenue 
of $104,400 from the gravel traffic and $170,520 from traffic in 
agricultural limestone was prophesied if operations were con- 
tinued. 

“We cannot recognize these alleged facts as to prospective 
earnings, since they are not of record in the case,” said the 
Commission. “But we are of the opinion that the applicant 
should cooperate with the state or county authorities in facili- 
tating the local highway improvements by turning over to such 
authorities, on fair and reasonable terms, any part of these lines 
which they may require.” 

The Commission said that it was its understanding, based 
on statements of counsel at the time of argument, that the 
Frisco, in good faith, would place the lines at the disposal of the 
authorities. It granted the authority to abandon on that under- 
standing, without attaching a condition requiring such disposi- 
tion. 


Cc. & O. ACQUISITION OF C. & H. 


The Chesapeake & Ohio Railway Company has been author- 
ized by the Commission, division 4, in Finance No. 7960, to 
acquire and operate the properties of its subsidiary, the Chesa- 
peake & Hocking Railway Company, which was organized to 
build the 63-mile line from Gregg to Valley Crossing, O., to 
connect the Chesapeake & Ohio and the Hocking Valley. Ina 
pending application the Chesapeake & Ohio seeks authority to 
acquire the properties of its subsidiary, the Hocking Valley. 

The Commission pointed out that the Chesapeake & Hock- 
ing was included with the Chesapeake & Ohio in its consolida- 
tion plan, as it was a subsidiary of the C. & O. Commissioner 
Eastman, concurring, said: 


I concur in what is here done only because it is in harmony 
with procedure approved by the Commission in Acquisition by Pitts- 
burgh & West Virginia Ry. Co., 150 I. C. C. 81, a report from which I 
dissented. It seems to me, however, that now that our consolidation 
plan has been adopted, we should discontinue what I feel confident 
is the legally unsound practice of authorizing such transactions as 
this under the provisions of section 1(18) of the interstate commerce 
act. Manifestly what is here being done is a consolidation by two 
carriers of their properties ‘‘into one corporation for the ownership, 
management, and operation of the properties theretofore in separate 
ownership, management, and operation,” if, indeed, such a consolida- 
tion does not already exist. Manifestly, section 5(6) of the interstate 
commerce act is the provision under which such an application should 
be made, and not section 1(18). 


N. Y. C. ACQUISITIONS 


The New York Central, in Finance No. 7906, Sewell Valley 
Railroad Co. et al., joint control, has been authorized to acquire, 
from the Chesapeake & Ohio, one-half of the stock of the Sewell 
Valley, Loop & Lockout and Greenbrier & Eastern, short-line 
coal roads in West Virginia. The Commission, by division 4, 
found that such acquisition would be in the public interest. 
In addition the New York Central has been authorized to assume 
obligation and liability jointly with the Chesapeake & Ohio in 
respect of $300,000 of first mortgage 5 per cent bonds of the 
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Sewell Valley. 

This acquisition gives the New York Central entry into th 
low volatile coal fields. The Kanawha & Michigan, now a cee 
of the New York Central system, had plans for extensions into 
the coal fields served by the three short lines when the Ney 
York Central acquired it. Joint ownership gives the New York 
Central the benefit of extensions without duplication of capit,) 
investment. Joint ownership, it was stated in behalf Of the 
application, would tend to stabilize traffic on the Ohio Centra} 
lines of the New York Central system and would provide the 
applicant with additional coal reserves of the low volatile type 
of which it was said to be in great need, would develop pry 
duction in the Sewell Valley and adjacent territory by exteng. 
ing markets and result in better and more economic service j, 
the public 

Under the agreement between the trunk lines the New Yor; 
Central is obligated to pay $630,039.60 for half of the stock 
of the Greenbrier & Eastern and $616,000 for one-half of th 
stock of the other short lines. Each item, however, was j 
be increased by the inclusion of amounts for additions to jp. 
vestment made by the Chesapeake & Ohio since its acquisitio, 
of the short lines. The Commission said that inasmuch as items 
included in the amounts to be paid by the applicant were no 
properly chargeable to investment and other items were pro. 
pective, or that information about them was not definite, i 
would limit the amounts to be paid, until definite information 
was received to $625,000 for the Greenbrier & Eastern stock 
and $616,000 for the stock of the other short lines. The limita. 
tions are to last until information is received by the Commission 
enabling it to make a classification of the items possible. 


A. C. L. FLORIDA ABANDONMENT 


Examiner Ralph R. Molster, in Finance No. 7714, Atlantic 
Coast Line abandonment, has recommended that the Comnis. 
sion hold that power is not conferred by section 1 (18) to issue 
a certificate authorizing abandonment of a line of railroad, or 
any part of it, after the line or part of line, in fact, has already 
been abandoned. Therefore, he said, the Commission should 
dismiss the petition for such a certificate as to a part of its 
line between Yuste and Monticello, a distance of 4.8 miles, in 
Jefferson county, Florida. ; 

That part of the line, known as the Yuste-Monticello seg- 
ment, was part of a line from Thomasville, Ga., through Yuste 
to Monticello, built in 1913. In 1925 the Commission authorized 
construction of a line from a point at or near Monticello to a 
point at or near Perry, Fla., in Construction of Extension by 
A. GC. L., 106 I. C..C. 209. 

As part of that project the Yuste-Monticello segment was 
taken up and the materials were used elsewhere. That was in 
August, 1927. Nineteen days after the segment was taken wp 
Florida authorities began mandamus proceedings in the supreme 
court of that state requiring the restoration of the line. A 
peremptory writ has been issued, but stayed on account of the 
application before the Commission. Molster said that the Com 
mission should hold as before set forth because the line was 
no longer in existence. He said that in the circumstances there 
seemed no alternative but to leave the parties to remedies 
provided by law. But he said that in the event the matter 
could not be composed the Commission would give prompt col: 
sideration to a proceeding under cection 1 (21) to the issue of 
public convenience and necessity in the event the Supreme 
Court of the United States reversed the state court or the stale 
court consented to further stay of its writ. é; 

The Atlantic Coast Line, in abandoning the segment 2 
question, thought it was authorized so to do by the certificate 
authorizing construction from near Monticello to Perry. 


C. & O. PURCHASE OF H. V. 

A hearing was given by Examiner Haskell C. Davis 
January 30, in Finance No. 7961, application of the Chesapeake 
& Ohio to acquire the property of its subsidiary, the an 9 
Valley, and Finance No. 8002, application of the Chesapeake 
Ohio to issue 247,879 shares of its common stock, par $100 a 
share, to be given for the stock of the Hocking Valley 
ratio of 2.25 shares of its stock for one share of Hocking — 
stock. E. C. Bailey, representative of the minority ——_ 
Valley stockholders, who objected to an early Nickel Plate —~ 
in the matter of unifying the Van Sweringen properties, | ot 
present at the hearing as an intervener favoring the — 
Representatives of other minority stockholders were present a! 
the hearing but they did not formally intervene in the P~ 
ceedings. F ’ 

R. S. Marshall, vice-president of the C. & O., submitted * 
mass of statistical data in support of his opinion that the en 
and conditions of the unification would be just and reasoné : 
to the stockholders of both roads and that the unification 
would be in the public interest. 
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O’FALLON ARGUMENT 


The Trafic World Washington Bureau 


Blame for the situation in which the Commission finds itself 
py reason of the decision of the Supreme Court in the O’Fallon 
capture case Was placed on the regulating body by Donald 
pichberg, for the National Conference for the Valuation of 
gailroads, and John E. Benton, for the National Association. of 

and Utility Commissioners, in the course of arguments 
in the O'Fallon case. (See Traffic World, January 25.) Rich- 
yerg said that the Commission did not report enough facts. 
zenton said it reported too many. He said the law did not 
quire the Commission to report a final value, but that, in 
onformity with the precedent set in the Texas Midland valua- 
jon case, it stated a final value. 

The Richberg general thought was that the rules for ascer- 
wining value, as developed in the courts, were so vague, un- 
wrtain and indefinite that the Commission could not perform 
as legislative function of prescribing rates, its primary function. 
therefore, he thought, it was its duty to go to Congress with 
that statement of fact and ask for the prescription of standards 
0 be used in making valuations for rate-making purposes. It 
yas his view that the Supreme Court would not overturn valua- 
tions made in accordance with the standards so set up unless 
ihe results of the use of the standards should be to disregard 
he constitutional prohibition of confiscation. 

On the point of the Commission not having reported all the 
facts required by the statute, Mr. Richberg said that original 
ost was one of the things required by the statute which the 
Commission had not reported, although he contended that it 
yas just as easy to report original value as to report repro- 
juction value, if not easier. Any order not backed by a report 
showing all the things required by the statute, said he, was 
invalid. 

‘In view of the fact that to report original value is easier 
than to report reproduction value, although I have never known 
two engineers to agree on reproduction value, I don’t think that 
the court has said that reproduction value shall be given dom- 
inating and controlling weight,” observed Commissioner Farrell. 

Mr. Richberg said that no one could know what the courts 
neant when they used the words “fair value” unless they be taken 
as meaning the value that should be inherent in a given pieec 
of property—that is, its power to render service and get a price 
for such service. Inherent value, he asserted, was implicit in 
al the decisions, using the words as meaning that a given 
property should be worth so much on account of the service 
it could render. 

As to the new rule of depreciation laid down in the Balti- 
more street railway fare case, Mr. Richberg said that no account- 
at could use it. He said he did not know how to perform the 
miracle commanded by it. He suggested that to use the rule 
it would be necessary for accountants each day to find the 
current value of the property at sunset that day. 

Mr. Benton went over the cases mentioned by Mr. Wood 
a showing that the decision in the O’Fallon case meant that 
the Smythe vs. Ames case required the giving of dominant and 
controlling weight. His thought was that if the court had meant 
0 say that it would have said so rather than use so much time 
for restating the rules in that case. It was the failure of the 
Commission to give weight to reproduction value, he said, that 
made the O’Fallon order invalid. Giving fair consideration to 
il elements of value and to all facts, Mr. Benton said, was 
the force of the O’Fallon decision. Fair value, he said, could 
dot be arrived at by adding together certain items. Fair con- 
‘ideration of the elements of value and facts would result in 
‘air value. How the Commission was going to get a man to put 
logether the composite views of eleven commissioners, he ad- 
uted he did not know, but he said that that was the Com- 
mission’s task. 

. Those opposing the view expressed by Mr. Wood agreed 
‘tat the Commission could not prescribe a formula for ascer- 
ailing value any more than the courts could. The courts, they 
steed, had invariably held that they could not make a formula 
‘Or ascertaining value. Mr. Wood pointed out that reproduction 
. current prices, less depreciation, could not be applied to 
a railroad, his main contention being that the O’Fallon was 
arts the railroads to which it had to be applied, while a 
— fit for a certificate of abandonment was the other ex- 
le. He admitted that there were intermediate grades be- 
‘Ween those extremes. 
ain complete reopening of the O’Fallon recapture case, in the 
“an of Walter I. Fisher, counsel for the Commission in 
Po op before the courts in that case, is required by the 
on of the Supreme Court of the United States in that case. 
e = he told the Commission what he thought the decision 
‘ the court meant, he joined with Mr Craven for a reopening 
a case on the depreciation phase. But he said that would 
be adequate, 
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“You haven’t a sufficient record in this case,” said Mr. 
Fisher. “You did not have a sufficient record when the matter 
was taken to the court. You not only did not make allowance 
in the 1914 base for the appreciation in prices that had taken 
place since that year, but you did not have depreciation figures 
either. In a reopened case you will be in position to make 
allowance for the increase in prices since that year and also 
to depreciate the units of property that were in the O’Fallon 
railroad when the 1914 prices were applied to them. What is 
sauce to the goose is also sauce for the gander. 

“Tt is an important consideration that you do not send this 
case back to the court with an incomplete record. The court 
held your order invalid because you had not given sufficient 
consideration to the cost of reproduction at current prices. 
While cost of reproduction is harder to find than original cost 
and is a more fallacious concept than any other in this case, 
the statute requires you to take into consideration all the ele- 
ments recognized by the law of the land. 

“The decision in this case does not change anything in 
Smythe vs. Ames. It is futile to take, as Mr. Wood has done, 
the cases cited by the Supreme Court in the O’Fallon decision 
as having any effect upon the enumeration in Smythe vs. Ames 
of things to be taken into consideration by the Commission in 
arriving at a ‘fair value.’ Economists do not know and can 
make no definition of ‘fair value.’ The court in disposing of 
the Smythe vs. Ames case was led into confusion, which has 
persisted ever since then, by the methods of making valuations 
pressed upon its attention at that time. It thought it was lay- 
ing down principles of law when, as a matter of fact, it was 
enumerating economic concepts which led to its own creation 
of the concept of ‘fair value’ which means nothing to an eco- 
nomist. You reason in a circle when you talk about value in 
a rate regulation case. The first inquiry is as to value to whom 
—to the owner of the private property devoted to the perform- 
ance of the governmental function or to the public?” 


Congress, Mr. Fisher said, evidently intended when it 
enacted the recapture clause and the valuation law to give a 
practical workable method to be used by the Commission. If 
the method could be used, Mr. Fisher said, it was incumbent 
upon the Commission to ask Congress for relief. That was his 
answer to a question proposed by Commissioner Aitchison, who 
pointed out that if every railroad was entitled to separate con- 
sideration, the Commission would not have days enough in any 
years to dispose of the recapture cases of the prceeding or any 
other year. Mr. Fisher said that all the difficulties of regu- 
lating bodies went back to the decision in Smythe vs. Ames 
when the court thought it was stating principles of law when, 
as a matter of fact, it was dealing with a matter that was nine- 
tenths economic and one-tenth law. He said that when that 
case injected into railroad regulation, a legislative function, 
the concept of value, when that concept was incapable of 
rational application in making rates, the justice who wrote 
that opinion thought he had found a way out of the con- 
fusion when he enumerated the things that had to be considered 
by a regulating body in the consideration of rate cases. In 
that case, he said, the railroads were contending for original 
cost and William J. Bryan was contending for reproduction at 
current prices. The court refused, he said, to approve either, 
but said that all the things recognized by the laws of the land 
should be considered by the regulating body, created by the 
legislature to perform part of its legislative duty. 


When Mr. Fisher began his discussion of the decision he 
said he appeared personally and not as part of his employment, 
by the Commission, to handle the case in the courts. His 
views, he said, were his own. Throughout he put considerable 
emphasis upon his declaration that the record made by the 
Commission was not adequate to meet the statutory requirement 
—hence his recommendation that the whole case be reopened. 
Mr. Fisher also brought out that before he took charge of the 
case before the courts he told commissioners that he thought 
the record was inadequate. At various points in the course of 
his presentation of the matter Commissioner Meyer asked ques- 
tions and added assertions seemingly intended by him to mean 
that the Commission had done the things required by the 
statute and that he could not see how it could do more. 

Mr. Fisher said that the declaration of the court that the 
Commission had given “no” consideration to reproduction cost 
at current prices had to be read as meaning that it had not 
given sufficient consideration or due consideration because the 
report of the Commission showed that there had been some 
consideration. 

R. H. Kelley, for the O’Fallon, advised against making a 
hard and fast rule by the Commission that would fit the O’Fal- 
lon and a few others. He said that eventually the Commission 
would run into a case in which it could not make a hard and 
fast formula fit. Then he said the Commission would be har- 
assed and embarrassed by what it had done. Every case, Mr. 
Kelley said, would have to be decided on its own merits. 
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Attorneys for the O’Fallon, just before the end of the argu- 
ment in that matter, withdrew the motion made by Leslie 
Craven, for a reopening of the case with a view to applying the 
depreciation rule laid down by the Supreme Court in the so- 
called Baltimore street railway fare case. Commissioner Farrell 
raised some question as to the sufficiency of a reopening limited 
to depreciation with a suggestion that it might be well to have 


facts about other phases. Fred H. Wood, who was then sum- 
ming up for the O’Fallon, was not inclined to agree. In fact, 
he suggested that a reopening for further testimony was not 
necessary. He said there had been disagreement among the 
attorneys for the O’Fallon as to the necessity for further evi- 
dence when they went to court. 

“Then are we to understand that the motion to reopen has 
been withdrawn,” asked Commissioner Aitchison. 

“You may,” said Mr. Wood, repeating what D. H. Kirby, 
another O’Fallon company lawyer, said when Mr. Wood consulted 
him. 

No explanation for the withdrawal was made. Earlier in 
the day Mr. Fisher observed that, if the rule laid down in the 
Baltimore case as to the base for calculating depreciation was 
to be imported into this case, then depreciation would have to 
be figured on all the property of the railroads prior to the 1914 
price base because sauce for the goose was sauce for the gander. 
Figuring depreciation on the basis back to the time of the acqui- 
sition of some units of property in the older railroads might 
bring in the very low prices that prevailed in 1893 and later 
years. In Smythe vs. Ames the railroads objected to reproduc- 
tion at current prices as a base for rate-making because the 
prevailing prices were lower than the original cost prices. 


PROPOSED VALUATION RULE 


Unmoved by the sanction supposed to have been given by 
the decision of the Supreme Court of the United States in the 
O’Fallon case to the reproduction at current prices method for 
finding the “fair value” of the property of railroads for rate- 
making purposes, the Commission has suggested to Congress, 
conditionally, that it change the law so that the O’Fallon rule 
used by it shall become, when somewhat modified, the statutory 
rule for finding “fair value.” In some respects, according to 
the Commission, the proposed rule would be less’ favorable to 
the railroads than the rule used by it in the O’Fallon case and 
in other respects more favorable. 

“No doubt, in many instances, these modifications,” says 
the Commission, “favorable and unfavorable, would substantially 
offset each other.” 

The condition attached to the suggestion is that “if a dec- 
laration of policy is to be made by Congress, in our judgment 
this should be done in a way which will clearly have the effect 
of definitely amending the provisions of section 15a. Such leg- 
islation should specify how the rate bases which are to be used 
for rate-making and recapture purposes shall be ascertained by 
the Commission.” 

The suggestion for amending section 15a was made in a 
letter, with which Commissioner Woodlock disagreed in general 
and Commissioner Farrell on what now seems a relatively minor 
point, sent by Commissioner Eastman, as chairman of the Com- 
mission’s legislative committee, to Senator Couzens, of Michi- 
gan, chairman of the Senate committee on interstate commerce. 
The letter was in answer to a request made by Senator Couzens 
for an expression of opinion about the joint resolution, S. J. 
Res. 104, offered by Senator Howell, of Nebraska. The Howell 
resolution, which, if adopted by the two houses of Congress 
and signed by the President, would have the same effect as a 
statute, in terms, would make the Commission’s decisions in 
the O’Fallon and Manufacturers’ Railway cases, Finance Nos. 
3908 and 4026, respectively, the statutory rule for rate-making 
and recapture purposes. 

As a substitute for the Howell proposal, the Commission sug- 
gests the rule before indicated. 

The fundamental fact in connection with the suggestion is 
that the Commission proposes to discard reproduction cost as 
a “fair value,” or rate base, because it is “peculiarly unstable,” 
fraught with danger to the owners and users of railroads. 

Reason for the Commission’s proposal to modify the rule 
used by it in the O’Fallon case is shown by the declaration, in 
the Eastman letter, that “from an administrative point of view, 
this (O’Fallon) method is open to the objection that the basic 
value cannot be brought up to date by purely accounting meth- 
ods.” The Howell resolution, the letter said, specified that the 
rate base should be ascertained in accordance with the “prin- 
ciples and methods approved in the report and order of the 
majortty” of the Commission in the O’Falloh case. The rule 
in that case and the principal objection to it, summarized by 
Mr. Eastman, follow: 

Under that method the basic value, as of the original valuation 


date, is made up of cost of reproduction new at the so-called “1914 
unit prices” but allowing the actual cost of property installed after 
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June 30, 1914, less Son, plus the then value of lands 
an allowance for working capital, and plus in many instanceg q' blus 
paratively smal] additional allowance for other possible elements”; 
value. This basic value is then brought up to date by adding sp of 
tracting the subsequent net increase or decrease in the invest’ 
in transportation property as determined from the carrier’s retm’ 
by adjusting the deduction for depreciation to present conditin” 
and by making a similar adjustment in land values. Ons, 
From an administrative point of view, this method is open to 
objection that the basic value cannot be brought up to date by oe 
accounting methods. It requires in addition continua] reappmiey 
of lands and continual physical inspections with respect to the - 
ment of depreciation. We believe that by a modification of the method 
substantially similar results can be obtained in a way which me 
eliminate most of this work, and the expense and possible dein 
incident thereto, and reduce the task of bringing valuations y : 
date to a purely accounting process. Pit 


The modified O’Fallon rule, intended to reduce the Work 
of bringing valuations to date to an accounting task, with th 
argument in support of it, and suggestions as to how the new 
rule might be made to fit a separation for future ratemakin, 
and for recapture purposes, follow: . 


Under this modified method, which we now suggest, up to 
date valuations at any time would be determined by taking the cog, 
of reproduction new at the 1914 unit prices of the property existing 
on the original valuation date, plus the then value of the lands 
adding or subtracting the subsequent net increase or decrease in th. 
property investment account as shown by the accounts when correctly 
kept, adding further a proper allowance for working capital and ¢e- 
ducting the balance standing in the depreciation reserve. Like the 
method adopted in the O’Fallon case, this modified plan would, apart 
from the deduction for depreciation, result in an amount which woul 
probably in all instances be somewhat in excess of what the property 
should reasonably have cost, and in many instances materially jp 
excess, dependent chiefly upon the increment in land values oyer 
original cost up to the original valuation date. It would be les 
favorable to the carriers than the O’Fallon case method, in that jt 
would eliminate all increment in land values subsequent to the origina] 
valuation date and any allowance for other elements of value. On the 
other hand it would be more favorable to the carriers, in that it 
would limit the deduction for depreciation to the amount which has 
been provided for by actual charges to operating expense. No doubt 
in many instances these modifications, favorable and unfavorable, 
would substantially offset each other. 


In considering whether this modified plan would be just to the 
carriers, it should be borne in mind: 

(1) That, like the O’Fallon case method, it allows full increment 
in value of lands over original cost up to original valuation date, jn- 
eluding all parcels, of which there are a multitude, which were orig- 
inally donated to the carriers by governments, communities, or in- 
dividuals. 

(2) That, like the O’Fallon case method, it includes fuli allowance 
for all property, of which there is much, charged by the carriers in 
the past to operating expense or acquired out of surplus earnings 
after the payment of generous dividends to stockholders. 

(3) That the aggregate rate base, so determined, would be coupled 
with the present liberal provisions of section 15a relative to “fair 
return,’”’ upon which we have commented above. 

In our judgment the suggested modified plan would certainly 
be, under all of the circumstances, no less than ‘just and right” t 
the owners of the railroad properties, and it would also insure t 
the public adequate transportation service. It would have the further 
advantage that it would tremendously simplify the task of bringing 
valuations down to date by reducing it practically to an accounting 
process. 


In this connection we call attention to what was said in an 
earlier part of this report with reference to the character of the 
provisions of section 15a with respect to aggregate earnings and 
recapture, and their relation to the constitutional protection against 
confiscation. ‘ ; 

The legislation which we suggest is, however, easily capable of 
modification to fit any differing views which Congress may have with 
respect to a sound public policy. The important thing is that 4 
definite declaration of the views in regard to this matter which Con- 
gress entertains should be made. We believe, further, that any such 
legislation should be supported by committee reports which will fully 
explain the reasons therefor, and we shall be glad, if it is desired, 
to aid in the preparation of such reports and the legislation. It 
should be added that the legislation which we suggest would make 
it possible wholly to eliminate the provisions of section 19a of the 
interstate commerce act for bringing valuations up to date. : 

Some of the members of the Commission who join otherwise 
in this report are of the opinion that such legislation as is recom- 
mended should be limited in its application to future rate making 
and future recapture of excess earnings. In the case of rate ma 
its application would, of course, necessarily be confined to the future, 
so that this question really has bearing only on recapture. If _— 
gress should be of the view that the method of valuation which : 
are here urging for adoption should not or can not properly, “i 
any reason, be applied in determining the amount of excess ear: 
ings to be paid by the respective railroad companies during the re- 
capture periods intervening between the effective date of the trans 
portation act, 1920, and the date of the passage of this pro ted 
legislation, then we suggest that a further provision be incorpora 
in the legislation. - 

This further provision which we suggest would specifically od 
thorize us by such proceedings, formal or informal, as in our tive 
tion may seem necessary and proper, to agree with the — as 
carriers upon the amounts of excess earnings in these past that 
to be paid by them. Our reason for making this suggestion Is) 
present methods of valuation are so cumbersome and so prove 
of controversy and litigation, following prolonged proceedings, thods 
as a practical matter it will be almost impossible, if the usual me ao 
of judicial procedure are followed, to ascertain and_ collect ex rm 
earnings without eat delay and expense, attended by yy oe 
which may react adversely on the public interest. Authority to ttle- 
with the carriers would, we believe, enable us to make fair “ : 
ments with reasonable promptness which would, under all the 
cumstances, not_be inconsistent with the public interest. if Con- 

There is, indeed, much to be said for such a plan, even which 
gress should be of the opinion that the method of valuation mods 
we are urging can properly be applied to the past recapture Dé 
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are confronted at present, owing to the litigation which has al- 
We ensued over recapture, with a tremendous accumulation of 

pture cases covering past periods. Authority to agree, such as 

suggest, would in any event greatly help in the prompt dis- 
We ition of these cases, and the sooner this work can be brought 
posi current and stable basis the better for all concerned, including 
oe the investors in and the users of the railroads. 
“Commissioner Farrell does not agree with this recommendation 
tor authority to make agreements with carriers concerning amounts 
A under the recapture clause of section lia. 


The separate statement of Commissioner Woodlock follows: 


Iam in general disagreement with the views of my colleagues 
s expressed in the letter addressed to you by the chairman of the 
iegislative committee and deem it desirable to state very briefly 
the nd of this disagreement. 

I do not believe that the ‘‘O’Fallon rule’’ or the “reasonable in- 
yestment” rule—or any other “rule’’ of similar nature—of determin- 
ing value for rate making purposes can by any form of legislation 
we made “the law of the land.” Value for rate making purposes is 
» fact to be found by a judicial process and is not a relation to be 
axed by @ process of legislation. The ‘‘law of the land” which governs 
valuation of property used in public service rests upon a constitutional 
ind not upon a legislative foundation, and it can not be changed by 
‘atute. Nor can it be affected by declarations of ‘“‘policy” by the 
legislature. That its application under provisions of section 15a en- 
ils some administrative difficulties is probably true, but these diffi- 
wlties, I venture to think, are by no means so great as they may 
appear to many people and are certainly not insurmountable. But 
be they great or small the situation is the same as far as the law 


ig concerned. 


The Eastman letter may be taken as the Commission’s 
revised views on valuation making and is a plea for a simplifi- 
cation of the statute on the theory that unless simplified the 
plan for assuring an adequate transportation system embodied 
in section 15a and for bringing valuations under section 19a 
down to date will not be workable. The whole field of rate 
regulation in which valuation long ago became a factor is re- 
viewed in the letter to show that only in the last thirty-odd 
years has there been litigation amounting to anything about 
the valuations made by regulating bodies charged with the duty 
of doing the administrative acts to give effect to the legis- 
lature’s power to regulate rates. 

“The power of rate regulation which Congress possesses 
over carriers engaged in interstate commerce is, therefore,” 
says the letter after a number of cases have been discussed, 
“a power without limit save as limitation is found in those pro- 
visions of the Constitution which protect private property from 
confiscation, i. e., from a taking ‘for public use without just com- 
pensation, or without due process of law.’ The judicial rule, first 
enunciated in Smythe vs. Ames, that a carrier is entitled to a 
‘fair return upon the reasonable value of the property at the 
time it is being used for the public” is an interpretation placed 
by the Supreme Court upon these constitutional provisions.’ ” 

Commissioner Eastman pointed out that the rule laid down 
in that case related to the property of an individual carrier, 
while the statutory rule laid down in section 15a, on the other 
hand, was directed to the aggregate earnings of the carriers 
upon the aggregate value of their properties. He made the 
point that if the statutory requirement of section 15a had been 
that the Commission ascertain vaiue in precisely the same way 
that it did ascertain it, the order in the O’Fallon case could 
not have been annulled because the annullment was based on 
the ground that the Commission had not obeyed the statute, 
hence the suggestion that the statute be changed. 

The results of such a declaration of policy, the letter said, 
would, of course, be subject to review by the Supreme Court, if 
it Were contended in any instance that they transgressed con- 
stitutional limitations. 

“But in that event we feel sure that a broad declaration of 
public policy from the legislative branch of the government,” 
says the letter, “particularly if accompanied by a clear state- 
ment of the reasons therefor, would be a great help to the 
Supreme Court. It could hardly be otherwise. One of the great 
difficulties, indeed, which the courts have in the past encoun- 
tered in dealing with this subject has been that the legislative 
bodies, federal and state, have never undertaken to make such 
a declaration. It would in effect amount to a legislative de- 
termination of the weight to be given the various elements of 
value, a matter which, as we have seen, the Supreme Court 
has thus far carefully refrained from foreclosing.” 

The Commission offered its help not only in writing the 
org declaration but also in preparing the report in support 
6 If such a declaration of policy was to be made, said the 
Ommission, “and we think it is eminently desirable that one 
wae be made” it offered considerations for the guidance of 
ongress, one of which was an enumeration of the unstable 
a cter of valuations based upon cost of reproduction at pres- 
“ Prices. After saying that railroads had to be treated fairly 
“al, to assure a constant inflow of capital, the Commission 
aa _ uncertainty as to future conditions was an unsettling 
“a sturbing factor, especially in the conduct and investment 

usiness in general. Ability to rely definitely for the future 
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upon something which was known and certain was generally 
preferable, said the letter, “to a possibility of larger speculative 
profits accompanied by a like possibility of speculative losses.” 

These observations led up to a condemnation of reproduc- 
tion at current prices as a method for ascertaining the rate base 


in part as follows: 
‘ ‘ 

A “fair value,” or rate base, which is dependent upon and varies 
with current costs of reproduction is peculiarly unstable. It is un- 
stable not only because of constant fluctuations in the value of money, 
the point which is usually emphasized, but also because of changes 
in methods of construction. The extensive introduction of labor- 
saving machinery and devices with a view of reducing construction 
costs would in itself, under this method of determining the rate base, 
have an unfavorable reaction upon investors. From the standpoint 
of the owners of the railroads, this instability might be advantageous 
if the variations in costs of reproduction could be depended upon to 
have a consistently upward trend. But this can not be depended 
upon. Nor, from the standpoint of the users of the railroads, can 
it be depended upon to have a consistently downward trend. 

The danger in such fluctuations to the owners of the railroads is 
much enhanced by the fact that so large a part of the investment 
is represented by securities which are limited to a fixed or maximum 
rate of return, such as bonds and preferred stock. Approximately 
two-thirds of the outstanding securities are of this nature, and if 
common stocks which pay a fixed dividend under leases are included, 
the percentage is greater. Under such circumstances the whole 
benefit from fluctuations upward in the rate base flows to the holders 
of the common stock alone, and in the same way they must bear the 
entire burden of fluctuations downward. Serious fluctuations down- 
ward might easily wipe them out. 


VALUATION BY STATE COURTS 


A plan for excluding federal courts from the making of 
valuations on the property of utility companies furnishing 
service within a state has been embodied in a bill, H. R. 9228, 
introduced in the House of Representatives by Representative 
Somers, of New York. It proposes an amendment to section 
266 of the federal judicial code. It provides that, if in any 
proceeding instituted under that section by a public utility 
company against any Officer of a state or any administrative 
board or commission, acting under a state statute, to restrain, 
enjoin or vacate a rate of charge fixed by such state agency, 
it becomes necessary to evaluate the properties and assets of 
the company, the district court shall refer the question of fact 
to the higher state court having trial jurisdiction in the state 
in which the properties and assets are located. 

A finding of fact by the state court, the bill further pro- 
vides, shall be made only by a judge or justice thereof sitting 
without a jury after public hearings, and shall not be subject 
to review by but one state court having appellate jurisdiction. 
The final judgment, the bill further says, upon being remitted 
to the federal district court, shall be conclusive and binding 
upon the federal district court throughout the proceeding and 
upon the Supreme Court of the United States in the event of 
an appeal being taken as provided in section 266. 

The bill provides that the district court may withdraw the 
question of fact referred to the state court and fix a valuation 
if, after hearing held on ten days’ notice served upon the attor- 
ney general of the state, it is proved to the satisfaction of the 
federal court that the issue of fact is not being presented or 
passed upon with diligence and good faith in the state court. 

Representative Somers said that his plan was a simple 
solution of the vexatious question presented by the fact that, 
by resort to federal courts, many utility companies were evading 
state valuations. His plan, he said, would provide for valua- 
tions made by the elected representatives in the state supreme 
courts, leaving the federal courts to protect the rights of the 
corporations under the fourteenth amendment to the Constitu- 
tion of the United States. Mr. Somers said that many plans 
had been presented for dealing with the question which were 
flagrant violations of the constitutional rights of utility cor- 
porations and could not be accepted by Congress. 


WESTERN PACIFIC VALUATION 


Property of the Western Pacific Railway Company, owned 
and used for common carrier purposes, has been valued at $63,- 
861,208, as of June 30, 1914, by the Commission, division 1, in 
Valuation No. 126, Western Pacific Railway Co., opinion No. 
B-758, 29 Val. Rep., 239-319. Property owned but not used was 
valued at $21,000 and property used but not owned at $769,193, 
as of the same valuation date. Commissioner Aitchison noted a 
dissent. 


COMMISSION ORDERS 


Finance No. 7450, application of Baltimore & Ohio for au- 
thority to acquire control of certain carriers in eastern territory, 
and Finance No. 7460, application of Chesapeake & Ohio for 
authority to acquire control of certain carriers. Detroit Board 
of Commerce permitted to intervene. 

No. 22882, International Agricultural Corporation vs. Louis- 
ville & Nashville, Missouri Pacific, St. Louis Southwestern, 
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Texas & Pacific, and Kansas City Southern permitted to inter- 
vene. 

Fourth Section Application No. 703, commodity rates to 
Lakeland, Fla. Petition filed by T. C. Elliott, traffic manager, 
Interior Florida Traffic Bureau, Inc., for a further modification 
of Fourth Setcion Order No. 9760, commodity rates to Lakeland, 
Fla., entered in application No. 703, denied. 

No. 22052, Alabama By-Products Corporation et al. vs. Louis- 
ville & Nashville et al. 
ted to intervene. 

‘No. 20646, North State Creosoting Co. vs. Southern et al. 
Proceeding reopened for reconsideration on record as made. 

No. 20967, Procter & Gamble Co. vs. Alabama Great South- 
ern et al. The order entered in this case on October 9, 1929, 
which was by its terms made effective on December 30, 1929, 
and subsequently modified to become effective on February 28, 
1930, upon not less than 30 days’ notice, has been further mod- 
ified so that it will become effective on March 31, 1930, upon 
not less than 30 days’ notice. 

No. 17579 (and Sub. 1), Ruggles & Rademaker vs. Akron, 
Canton & Youngstown et al., and No. 17968, American Salt Co. 
et al. vs. Akron, Canton & Youngstown et al. The effective 
date of orders heretofore entered in these proceedings on July 
30, 1929, as subsequently amended, has been postponed until 
further order of the Commission. 


No. 22948, Alex Getz Co. et al. vs. Chicago & North Western 
et al. Swift & Co. permitted to intervene. 


No. 13139, Graham & Gila Counties Traffic Association vs. 
Arizona Eastern et al. The order entered in this proceeding on 
June 27, 1923, as subsequently modified, has been further mod- 
ified so as to permit defendant, Southern Pacific, and its con- 
nections to publish and maintain rates from interstate points 
west and east of Arizona to points on Litchfield branch no 
higher than rates to the main-line junction point without being 
required to establish a similar basis of rates to points on the 
Globe Branch. 


No. 22823, F. S. Royster Guano Co. vs. Baltimore & Ohio 


et al. Pennsylvania Salt Manufacturing Co. and Co-Operative 
Grange League Federation Exchange, Inc., permitted to 
intervene. 


No. 22965, M. A. Bell Co. et al. vs. Ann Arbor et al. Muncie 
Foundry & Machine Co. and National Malleable & Steel Castings 
Co. permitted to intervene. 

Finance No. 7748, application of Great Northern for certifi- 
cate to construct a line of railroad in Dawson, McCone and 
Garfield counties, Mont., City of Lewistown, Mont., permitted to 
intervene 

Finance No. 7978, joint application of Chicago, Milwaukee, 
St. Paul & Pacific and St. Paul & Kansas City Short Line for 
certificate to construct, operate and abandon certain lines of 
railroad in Clay, Ray and Caldwell counties, Mo. N. Lewis et al. 
permitted to intervene. 

No. 22823, F. S. Royster Guano Co. vs. B. & O. et al. The 
Inland Fertilizer Association has been permitted to intervene 
therein. 

No. 21869, Evaporated Milk Association vs. Aberdeen & 
Rockfish R. R. et al. Proceeding reopened for further hearing 
with I. and S. No. 3401, canned goods from, to and between 
points in southern territory. 

No. 22824, State of New Jersey vs. New York Central et al. 
Thirty-Fourth Street Mid-Town Association permitted to inter- 
vene. 

No. 22752 (and Sub. 1 to 3 inclu.), Armour & Co. et al. vs. 
Santa Fe et al. Rath Packing Co., John Morrell & Co., and 
Jacob E. Decker & Sons permitted to intervene. 

No. 22948, Alexander Getz Co. et al. vs. Chicago & North 
Western et al. Sioux City Traffic Bureau permitted to intervene. 


PETITIONS FOR REHEARING, ETC. 


No. 20171, Loose-Wiles Biscuit Co. vs. Eastern Steamship 
Lines et al. Loose-Wiles Biscuit Co. asks for reopening and 
rehearing, in so far as rates and ratings on dried figs, packed 
in boxes, C. L., min. wt. 36,000 pounds, in official and western 
classification territories, are concerned. 

No. 19688 (Sub. 2), Carolina Shippers’ Association, Inc., vs. 
Norfolk Southern. Complainant herein, United States Fisheries 
Association, Southern Fisheries Association and Southern Traffic 
League ask for rehearing herein. 

No. 13831, Peerless White Lime Co. et al. vs. Chicago & 
Eastern Illinois et al. Complainants ask for reopening for re- 
consideration and/or rehearing and/or reargument. 

No. 21038, Southern Traffic and Audit Association vs. Inter- 
national-Great Northern et al. Triple “XXX” Company, inter- 
ested complainant in this case, asks for reopening and recon- 
sideration upon the record as made, and to amend original 
report herein and find that the commodity involved is flavoring 
syrup and entitled to third class rating in bulk in barrels, or, 


Sloss-Sheffield Steel & Iron Co. permit- ° 
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if an extract, that second class is applicable under the tar; 
and petitioner is entitled to reparation in sum of differ,’ 
between charges collected and those that would accrue o = 
the applicable rating, and, further, that first class a. 
lected were and are unreasonable. al 

No. 12358 et al., Texas Live Stock Shippers’ Protective Lea 
et al. vs. Director-General, Abilene Southern et aj — 
complainants ask that the petition of Chamber of Cothmens 
of Kansas City, Mo., and Chamber of Commerce of gt. Jose : 
Mo., for a general investigation into the lawful character ¢ 
the rates, rules, regulations and minimum weights concerning 
and affecting the transportation of horses and mules ip carloads 
in interstate and intrastate commerce to, from and betweep q) 
points in states in western trunk line and southwestern ter 
tories be denied and that the Commission adopt the recom. 
mendations of the examiner with as little delay as possibje 

No. 17000, part 6, rate structure investigation, iron ang stee! 
articles. C. W. Galligan, for and on behalf of interesteg car. 
riers, parties to the order of the Commission, in No. 17009, Dart 
6, asks for a modification of its findings and order in this eas 
to provide that revised rates required under said orders for 
application within Illinois Rate Committee territory to shipmey;; 
of railway track material, shall become effective on or beg, 
September 20, 1930, instead of March 20, 1930, as now require 
under the said order, as amended. 

No. 11446, Northern West Virginia Coal Operators’ 4: 
sociation vs. Pennsylvania, Director-General, et al. Anchor (oq) 
Mining Co., Chaplin Collieries Co., Cleveland & Morganton 
Coal Co., Davis Coal Co., Diamond Coal Co., Gilbert Fuel (p, 
Greenmont Fuel Co., Higgins Coal Co., and Osage Coal Co., inii. 
vidual complainants, ask for (1) reconsideration of complaip. 
ants’ petitions for reconsideration on present record of repars- 
tion claims of certain individual complainants, filed om February 
13, 1929, and June 3, 1929; and (2) reconsideration on present 
record of the said claims. 

No. 17485, Eagle Cotton Oil Co. vs. Southern et al. Defeni- 
ants ask for annulment and/or modification of Commission’ 
order dated November 11, 1929. 

No. 11759, Meridian Traffic Bureau et al. vs. John Barton 
Payne, director-general of railroads, as agent, Alabama & Vicks- 
burg et al. Meridian Traffic Bureau asks for an order pre 
scribing amount of reparation due under Commisson’s decision 
in No. 11759, and requiring payment thereof; that further hear- 
ing be held to establish the amount of reparation due them by 
Yazoo & Mississippi Valley and Alabama & Vicksburg; and that 
further order or orders be made as to the Commission may 
appear necessary and petitioners’ cause may appear to require. 

I. & S. 3324, paper stock between St. Louis, Mo., and points 
in Illinois taking Alton and Wood River rates. Respondents 
ask for postponement of effective date of orler of December 
19, 1929. 

I. and S. 3130, Consolidated Southwestern Cases (rates 0 
wire rope), and No. 13535, Consolidated Southwestern Cases. 
American Steel & Wire Co. of New Jersey asks for reargumeti 
and reconsideration. 

No. 17000, part 6, rate structure investigation, iron and steel 
articles. The carriers have requested the postponement of the 
Commission’s order therein for an additional 60 days, and for 
approval of certain modifications of the report and order. 

No. 17006, the Upson Company vs. Ann Arbor et al. The 
gypsum industries have asked for reopening, rehearing and re 
argument before the full Commission. ; 

No. 22981, American Cyanamid Company vs. Aberdeen & 
Rockfish et al. The defendants have filed a motion for the 
suspension of proceedings pending the Commission's order = 
the Eastern Class Rate Case, No. 15879. 

No. 21197, Finkbine Guild Lumber Co. vs. C. B. & Q RR 
et al. The defendants have requested a rehearing and reco 
sideration upon the record as made. ’ 

No. 13535, Corporation Commission of Oklahoma vs. Aber 
deen & Rockfish et al. Chicago Association of Commerce asks 
for reopening for purpose of rehearing, reargument and/or rt 
consideration and modification of Commission’s seventh supple 
ment a report and order herein; in so far as the same prescribes 
rates on articles of “canned food products.” ’ = 

No. 20968, James Gallagher et al. vs. Pennsylvania. . 
chants Warehouse Co. asks for postponement of effective date 
of order. ‘ & 

No. 20968, Sub. 1, Walter A. Bailey et al. vs. Baltimor 
Ohio. Pennsylvania Warehousing and Safe Deposit Co. a 
for postponement of effective date of order. Pest: 

No. 20968, Sub. 2, Rex & Co. et al. vs. Reading Co. 1 
sylvania Warehousing and Safe Deposit Co. asks for postpo 
ment of effective date of order. 1s 

No. 20968 (and Sub. 1 and 2), James Gallagher os i. 
Pennsylvania. . Philadelphia Trade Bodies asks for postpo 
ment of effective date of order. ilene & 

No. 22690, Fredonia Linseed Oil Works Co. vs. AD “y 
Southern et al. Defendants ask for dismissal of complail 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


‘vests taken from Reporters and Digests of National Reporter System, 
(Dige published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 


aaa a ea Ea iB a i 


TELEGRAPHS AND TELEPHONES 


(Kansas City Court of Appeals, Missouri.) In action by 
sender of telegraph message to recover penalty provided by 
rey, St. 1919, sec. 10136, for failure to transmit and deliver 
message promptly, in which defense was that such message 
yould customarily have followed route which would take it 
outside state and that it was therefore an interstate message 
to which statutory penalty did not apply, objection to question 
ghether selection of such route was not made with idea of 
avoiding effect of penalty statute, asked defendant’s witness on 
redirect examination, held properly sustained as hearsay.—Ward 
ys, Western Union Telegraph Co., 22 S. W. Rep. (2d) 81. 

Telegraph message delivered to and accepted by company 
for transmission between points in state, which customarily 
would have followed route taking it through another state, held 
interstate message governed by Act Cong. June 18, 1910, c. 309, 
sec. 7, 36 Stat. 544 (49 USCA, sec. 1), and penalties prescribed 
by Rev. St. 1919, sec. 10136, for failure to deliver message could 
not be recovered, notwithstanding message was never delivered. 


—Ibid. 





Orr ore: 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Ninth Circuit.) Bond given by 
coal company to railroad, binding obligors, in amount of cost 
of construction of railroad wye on spur track, to deliver specified 
amounts of coal for shipment, and which provided that liability 
of obligation might be reduced in amount determined by Public 
Utilities Commission, held not to confer authority upon commis- 
sion to eliminate from bond provision for annual settlement 
between railroad and coal company, or to substitute settlement 
at end of five-year period, or to alter provision making shipment 
period run from commencement of operation of railroad line.— 
— Short Line R. Co. vs. Teton Coal Co. et al., 35 Fed. Rep. 
(2d) 919. 

Pendency of petition by coal company praying Public Utili- 
ties Commission to determine actual cost of construction of 
railroad wye on spur track, under bond given by coal company 
conditioned on shipping certain amount of coal over spur line 
and providing for determination of liability thereunder by the 
commission, held not to constitute bar to action by railroad on 
the bond for failure of coal company to make the required ship- 
ments, where there was no provision that action should not be 
brought in courts until after arbitration.—Ibid. 


An agreement for arbitration does not prevent one of parties 
fom bringing action in court, unless there is a specific provision 
that no suit shall be brought until after arbitration proceeding 
takes place.—Ibid. 


Where contract providing for arbitration contains no cove- 
lant indicating intention that arbitration sfall be condition 
precedent to right of action, covenant to pay and covenant to 
arbitrate are distinct and collateral, and the covenant to arbi- 
tate is not in such case a condition precedent.—Ibid. 


In suit by railroad on bond given by coal company under 
order of Public Utilities Commission to secure railroad’s con- 
struction of wye on spur line running to coal company’s property, 
matters occurring prior to the original proceeding by the coal 
company before the commission to require the operation of the 
spur line, including original cost of construction of spur line, 
Were irrelevant and immaterial.—Ibid. 


_ Order of Public Utilities Commission provisionally requiring 
Tailroad to rehabilitate and operate spur track and construct 
bn thereon, on condition that coal company guarantee coal 
“upments of sufficient magnitude to justify new construction, 
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was conclusive as to necessity for wye and character and loca- 
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tion of wye, where parties accepted the order.—Ibid. 

Railroad constructing wye on spur line in return for bond 
given by coal company guaranteeing certain shipments of coal 
could, on coal company’s failure to make the shipments as pro- 
vided, recover only amount actually and reasonably expended 
in the construction of wye.—Ibid. 

Prima facie presumption is that published tariff of carrier 
is reasonable.—Ibid. 

Question whether tariffs imposed by carrier are discrimi- 
natory must be raised in first instance before Interstate Com- 
merce Commission or State Public Utilities Commission.—Ibid. 

In railroad’s suit on bond given by shipper of coal guar- 
anteeing certain shipments in return for railroad’s construction 
of wye on spur line, it was no defense that railroad had put into 
effect discriminatory tariffs, where that matter had not been 
brought before Interstate Commerce Commission or State Pub- 
lic Utilities Commission.—lIbid. 

In railroad’s suit against shipper of coal for non-compliance 
with bond guaranteeing certain coal shipments in return for 
railroad’s construction of wye on spur line, fact that plaintiff 
had brought injunction suit against third party was no defense, 
without proof that such action interfered with shipper’s mining 
operations and prevented furnishing coal tonnage.—Ibid. 





(Supreme Court of Illinois.) Cities are creatures of the 
Legislature, and derive all their powers only from statutes which 
Legislature enacts.—Chicago Motor Coach Co. et al. vs. City of 
Chicago et al., 169 N. E. Rep. 22. 

To authorize exercise of any power by city, statute must be 
shown expressly granting power, or making grant in such terms 
as necessarily imply its existence, and absence of such grant 
excludes the power.—lIbid. 

Statutes granting powers to municipal corporations are 
strictly construed, and reasonable doubt of the existence of the 
power must be resolved against it.—Ibid. 

City, in exercising power granted to it by Legislature, acts 
as agent of state, and Legislature may at any time change its 
agent, and by another statute provide that power previously 
exercised by city shall be exercised by some other agency.— 
Ibid. 

Automotive vehicles are lawful means of conveyance, and 
have equal rights on the streets with horses and carriages.— 
Ibid. 

Power granted to city under cities and villages act, art. 
5, sec..1, cl. 9 (Smith-Hurd Rev. St. 1927, c. 24, sec. 65), to 
“regulate” use of streets by automotive vehicles, does not au- 
thorize city to prohibit use of streets by such vehicles; regula- 
tion being inconsistent with prohibition or exclusion.—Ibid. 

Though it is within power of Legislature to prohibit use of 
public highways by motorbusses, yet until enactment of law 
prohibiting or regulating their use they are lawful vehicles, and 
have equal right with other vehicles on public highways, on 
compliance with local ordinances prescribing regulations and 
their use of highways, lawfully adopted by the municipalities in 
which to operate.—Ibid. 

Even the Legislature has no power to deny to a citizen 
right to travel on highway and transport his property in the 
ordinary course of his business or pleasure, though this right 
may be regulated in accordance with public interest and con- 
venience.—Ibid. 

Where one undertakes to make use of public highways for 
his own private gain, as by operation of stagecoach, omnibus, 
truck, or motorbus, state may not only regulate use of vehicle 
on highway, but may prohibit it.—Ibid. 

Public utilities act (Laws 1913, p. 459), secs. 9, 32, 49, 50, 
57, 64, 65, 68, 69, 76, subjecting every phase of relations between 
every public utility and public to supervision and regulation 
of Public Utilities Commission, necessarily withdrew from cities 
and villages all such power as they had previously exercised 
in premises, and city therefore has no power to prohibit opera- 
tion on its streets of motorbusses as common carriers, by public 
utility which had obtained certificate of public convenience and 
necessity for such operation from Commerce Commission.—Ibid. 

The “public highways” of the state include streets and 
alleys in various municipalities of states, as well as public roads 
which lie entirely outside boundaries of any municipality.—Ibid. 

The title of streets and alleys in cities and villages, whether 
in fee or by way of easement only, is held by each municipality, 
not for benefit of inhabitants of municipality only, but in trust 
for use of public at large equally with residents of municipality. 
—Ibid. 

State may commit to any agency which it may create for 
that purpose entire supervision and control of every part of 
highways of state, or it may divide supervision and control of 
highways as it sees fit.—Ibid. 

By the creation of Commierce Commission, with its com- 
prehensive powers over public utilities, under public utilities act 
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(Smith-Hurd Rev. St. 1927, c. 111%, secs. 1-95), Legislature 
withdrew from municipalities power which they had previously 
exercised in regard to use of streets by public utilities, and 
conferred those powers on the Commerce Commission.—Ibid. 





(Supreme Court of South Dakota.) Laws 1925, c. 224, pro- 
viding for supervision, regulation, and control of transportation 
by motor vehicles, held not unconstitutional as containing more 
than one subject or as containing subjects not expressed in 
title, since giving of indemnity bond, taking of indemnity in- 
surance, and levying income tax are part of supervision and 
regulation.—In re Sioux Falls Traction System, 228 N. W. Rep. 
179. 

Where interstate motorbus transportation company was en- 
gaged in intrastate transportation before enactment of Laws 
1925, c. 224, denying right to continue intrastate business held 
not depriving company of property without due process of law 
by lessening value of motor vehicles.—Ibid. 

Denying interstate motorbus transportation company cer- 
tificate to do intrastate business under Laws 1925, c. 224, held 
not to impose on company necessity for discrimination, in vio- 
lation of section 6, which provides that no motor carrier should 
give preference to any person or locality.—Ibid. 

In absence of federal legislation, state regulation of intra- 
state business of an interstate motorbus line does not infringe 
commerce clause of Const. U. S., art. 1, sec. 8.—Ibid. 

Contention that ruling of board of railroad commissioners 
in denying interstate transportation company right to continue 
intrastate business was not in accordance with evidence cannot 
be considered by Supreme Court so long as order is not shown 
to be arbitrary or unreasonable.—Ibid. 

Supreme Court cannot review finding of board of railroad 
commissioners, where there is substantial basis in evidence for 
finding of commission.—Ibid. 

In view of Laws 1925, c. 224, sec. 10, which requires board 
of railroad commissioners, in determining whether certificate 
should be issued motorbus company for intrastate commerce, 
to give consideration to services being furnished by existing 
transportation agency, evidence that towns proposed to be fur- 
nished with transportation were already served by railways 
service sufficient for needs of public, held to support finding of 
commission denying certificate to conduct intrastate transporta- 
tion.—Ibid. 





(Supreme Court of Arkansas.) Truth of allegations con- 
tained in complaint is admitted by demurrer.—Kansas City 
Southern Ry. Co. et al. vs. Fort Smith Suburban Ry. Co. et al., 
22 S. W. Rep. (2d) 21. 

In suit by railroad against switching line railroad for man- 
datory injunction to require defendant to receive and switch 
plaintiff’s cars, complaint alleging that defendant had spur track 
on which it delivered carload freight, and that it received and 
switched all cars moving over line of another carrier, also joined 
as defendant, but refused to perform such service for plaintiff, 
held sufficient.—Ibid. 

In testing sufficiency of pleading by general demurrer, every 
reasonable intendment should be indulged to support it, and 
where facts are defectively stated remedy is by motion to make 
more definite instead of by demurrer.—Ibid. 

In suit by railroad against another carrier and switching 
line railroad to compel latter to receive and switch plaintiff’s 
cars and for damages, in which complaint alleged continuing 
wrong by reason of refusal to receive and switch plaintiff’s cars, 
chancery court had jurisdiction, to avoid multiplicity of suits. — 
Ibid. 

If suit is improperly brought in chancery court, court on 
demurrer thereto should transfer cause to law side of court 
instead of dismissing it, under Crawford & Moses’ Dig., sec. 
1041.—Ibid. 

Switching line railroad, organized for purpose of switching 
cars for other carriers, and maintaining spur for delivery of 
freight, was required to receive shipments of freight from all 
persons and to handle cars of all carriers under interstate com- 
merce act (24 Stat. 380, sec. 3, par. 2), though particular inter- 
state railroad owned and operated the switching company 
through ownership of its stock.—Ibid. 

Suit to compel switching railroad to receive and switch cars 
of plaintiff carrier presented question of law for court and mat- 
ters presented were not within exclusive jurisdiction of Inter- 
state Commerce Commission under interstate commerce act, 
as amended (49 USCA, sec. 1 et seq.), though shipments involved 
were interstate shipments.—Ibid. 


FLORIDA LOG RATES 
Litigation involving Florida log rates is now in the Supreme 
Court of the United States, which held, January 27, that prob- 
able jurisdiction had been shown in No. 493, State of Florida et 
al., appellants, vs. United States, Interstate Commerce Commis- 
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sion et al., appellees, on appeal from the federal coy 
northern district of Georgia, Atlanta division. 

The suit was brought by appellants to enjoin th 
the Commission in No. 18364, Georgia Public Servic 
sion vs. A. C. L., 146 I. C. C. 717, requiring the Atlantic Co 
Line to establish intrastate in Florida rates on logs that “80 
fixed as reasonable for transportation from origin points in 


Tt for the 


© order of 
© Commis. 


northern Florida to Georgia points. The relief sought Was 4 
nied by the lower court. . 


BLOW-POST LAW UPHELD 


By an equally divided court, the Supreme Court Of the 
United States, January 27, without a written opinion, affirm; 
the Supreme Court of Tennessee in No. 165, Nashville, Chatta. 
nooga & St. Louis et al. vs. Mrs. Clyde Morgan et al. [Ip this 
case the carriers attacked the validity of the Georgia blow-post 
law, invoked by the suit, requiring the sounding of signals at 
crossings, but the Supreme Court of Tennessee held against 
them. An automobile owned by Mrs. Morgan was struck }y 
an interstate freight train at a crossing in Catoosa county 
Georgia, and judgment for damages was obtained. The carriers 
contended that compliance with the blow-post law would Make 
existing fast competitive service impossible, as trains woyj 
have to slow down in order to sound the signals required ani 
that the result would be an illegal burden on interstate cop. 
merce as well as regulation of interstate commerce. 


B. & O. CONTROL OF B. R. & P. 


In a memorandum for the Delaware & Hudson, in Finance 
No. 7645, application of the Baltimore & Ohio to acquire contro) 
of the Buffalo, Rochester & Pittsburgh by purchase of stock 
(see Traffic World, January 25, p. 2381), attorneys for the 
Delaware & Hudson, a hostile intervener, more precisely and 
more fully state the position of that carrier in respect of the 
change wrought in the situation concerning the unification of 
railroads by the promulgation of the Commission’s complete 
plan for consolidations. At the argument, H. T. Newcomb, 
attorney for the Delaware & Hudson, took the position that the 
promulgation of the complete plan created a situation requiring 
the dismissal of the Baltimore & Ohio’s application. His funda- 
mental proposition was that none of the testimony taken in 
the consolidation hearings that resulted in the complete plan 
could be used in support of applications under section 5(2) 
and 5(6). 

On behalf of the Baltimore & Ohio it was contended that 
the intervener in this case had to move for a modification of 
the complete plan before urging dismissal of the application. 
Ten days were allowed for the filing of memoranda on the points 
raised. Mr. Newcomb and other attorneys for the Delaware 
& Hudson have availed themselves of that permission. 

In support of his proposition that dismissal was the proper 
procedure, Mr. Newcomb urged in the D. & H. memorandum 
that even if the Commission took judicial notice of its complete 
plan, without stipulating it into this record, no part of the evi: 
dence on which it was based could be judicially noticed or be 
brought into any record except in a lawful manner, with oppor 
tunity for cross examination. He said that even if there was 
a presumption in favor of the Commission’s complete plan, in 
considering any isolated consolidation or unification, which was 
but a small part of a proposed system which might be in har 
mony with the complete plan, yet the presumption might be 
overcome by evidence relating to a particular unification of two 
carriers, standing by itself. 

“A unification of the Baltimore & Ohio with the Buffalo, 
Rochester & Pittsburgh may not be in the public interest if it 
is to be made without a further unification with the Reading 
and Central of New Jersey,” says the Newcomb memorandum. 
“If there is any presumption that union of the Buffalo, Roches 
ter & Pittsburgh with the Baltimore & Ohio is in the public 
interest growing out of the fact that it is one item in a group 
of consolidations found in the Commission’s plan (where each 
item is conditioned upon the other items), it may be overcome 
by evidence that the union of these two particular railroads 
would not be in the public interest if the other consolidations 
are not effected. 

“For example, to approve the instant application without 
proof that there is at least reasonable prospect that the Balti- 
more & Ohio can and will require the Central of New Jerse! 
and with no assurance that the Commission would now apprové 
such an acquisition on an application under paragraph : or 
paragraph 6, would commit the Commission, in advance, i ® 
way contrary to the spirit of the interstate commerce act, W 
just to the public and to actual and potential parties and sure 
to prove embarrassing. Such evidence manifestly belongs to 
a hearing which takes the Commission’s plan into — 
along with other evidence and which can be held, therefore, 00! 
after the Commission’s plan is promulgated.” 
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HOCH-SMITH NON-FERROUS CASE 


The Traffic World Washington Bureau 


Commissioner Eastman and Examiners Mullen and Carney 
week resumed hearings in No. 17000, part 12, Hoch-Smith 
ferrous metals. Sitting with them were Amos A. Betts, of 
“os Arizona commission; Worth Allen, of the Colorado commis- 


yo Hugh H. Williams, of the New Mexico commission; Robert 
A Dunn, of the Michigan commission; Lee Dennis, of the 


yontana commission; Frank E. Smith, of the Idaho commis- 
son, and Paul A. Walker, of the Oklahoma commission. The 
arst three days were devoted to the closing up of the case in 
pehalf of the railroads, presentation of which was begun at 
the first session, in Chicago. The additional matter, generally, 
yas supplementary to that supplied by the railroads at the 
Chicago hearing. Some, however, was produced at the request 
of the shippers. Dr. Julius Parmelee, of the Bureau of Rail- 
yay Economics, furnished much additional data as to value of 
the products transported and classified under the general term 
nonferrous metals. 

A general outline of a survey made in behalf of lead and 
copper was put into the record by Walker L. Trammell, traffic 
manager of the American Smelting and Refining Co. He de- 
yribed the production and flow of the two metals in a trans- 
portation sense, the carloading, loss and damage claims, points 
of production, of smelting, refining and consuming centers and 
everything else that would tend to show the magnitude and 
ramifications of the traffic in question, how it was influenced by 
foreign markets, both of production and consumption, and ma- 
terial generally to give the representatives of the regulatory 
podies and of the railroads an adequate notion as to the thing 
with which they were dealing. 


REPARATION RULE OVERTURNED 


The federal court at Chicago has overturned the reparation 
mle laid down by the Commission in the Missouri Portland Ce- 
ment Company case (88 I. C. C. 492). The Commission has been 
following the rule it laid down therein for six or seven years. 
In substance, it is that he who physically pays the freight bill is 
entitled to reparation. In that case the Commission interpreted 
the decision of the Supreme Court of the United States in the 
Darnell-Taenzer case, 245 U. S. 531, as meaning that the man 
who handed the freight charges to the railroad was entitled to 
receive back such part as the railroad owed by reason of an 
ureasonable rate. : 

This alleged overturning took place in Judge Woodward’s 
directed verdict and opinion in law No. 37517, George J. Adams 
and A, W. Kitchen, co-partners trading as Adams & Kitchen et 
al, vs. Andrew W. Mellon, Director-General, as agent, and Union 
Stock Yards Company. The plaintiffs, livestock commission 
merchants, on behalf of themselves and 102 other commission 
merchants, sued Mr. Mellon to recover $140,000, with interest, 
awarded to them by the Commission in Chicago Live Stock Ex- 
change vs. Director-General et al., 100 I. C. C. 266, on account 
of the exaction of unlawful charges for loading and unloading 
livestock in the stockyards at Chicago of the Union Stock Yards 
& Transit Company. Se 

Judge Woodward, in his opinion, analyzed the Commission’s 
decision in the Missouri Portland Cement Company case and the 
Darnell-Taenzer case. He found that the Commission, in the 
cement case, misconstrued the Supreme Court decision. In sub- 
stance he said the commission merchants were not the parties 
in interest because they had not been damaged and that repara- 
tion could be awarded, under section 8 of the interstate com- 
merce act, only to those who had been damaged. Specifically 
he said that the order of reparation, made in 1927, was based on 
the erroneous reading of the Darnell-Taenzer case made in the 
cement case. 

Litigation before the Commission and in the federal district 
court had its inception in the determination, in 1917, of the 
Union Stock Yards & Transit Company, to obtain more money 
for its service of unloading livestock and loading it in the rela- 
lively rare instances when animals were forwarded from the 
Chicago stock yards. It filed a-tariff with the Commission in- 
creasing the charge for unloading from 25 to 50 cents per car 
and for loading from 50 to 75 cents. 

The 25 and 50 cent charges were originally stated in tariff 
form about 1913. The line-haul carriers absorbed them. They 
objected and refused to pay the increased charges. The Chicago 
livestock organization filed two complaints. In disposing of the 
frst complaint the Commission, in 52 I. C. C. 209, held that it 
Was the duty of the shipper to load and unload livestock. In the 
second report the Commission found that it was the duty of the 
‘arriers to unload and load and that the charges which had been 
*xacted were unlawful and awarded reparation. The second 
mplaint, brought primarily to make the Director-General a 


party and to bring in intrastate commerce that moved in the’ 


. including a new steel bridge over Savannah River at Augusta, Ga. 
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federal control period, the Commission, in 100 I. C. C. 266, found 
that certain packers and the 103 commission merchants were 
entitled to reparation because they had actually paid the charges. 
The fact that the charges were deducted from the net amounts 
sent to the owners of the cattle, by the packers and the com- 
mission men, did not influence the Commission to deny repara- 
tion, as the Director-General and the railroads contended that it 
should. The latter argued that the Supreme Court, in the Dar- | 
nell-Taenzer case, merely held that the Commission was not re- | 
quired to pursue the question as to whether it was not the con- 
sumer who ultimately bore the freight charges but merely té 
ascertain who had been damaged in the first instance. In the 
loading and unloading charge case the Director-General and the 
railroads argued that the shippers paid the charges and that 
the commission merchants were not damaged. 

It is the belief among those familiar with the litigation that 
it will be appealed, to the Supreme Court of the United States, 
if possible, but certainly to the Circuit Court of Appeals. On 
account of the accrued interest the claim of the commission 
merchants amounts to about $250,000, the charges on more than 
500,000 carloads of livestock being involved. 

The Commission is not a party to the case, although the 
suit was brought on an order of reparation awarded by it. It is 
not improbable that it will intervene in the matter inasmuch as 
Judge Woodward’s decision seems flatly to deny the authority 
of the rule announced by it. Prior*to the Darnell-Taenzer and 
Missouri Portland Cement cases, the Commission’s reparation 
rule was not much at variance with the rule the railroads in- 
sisted should govern. The Darnell-Taenzer decision caused it to 
change the rule which, according to the information sent to the 
a Administration, has now been condemned by the dis- 
trict court. 





HOCH-SMITH SALT 


A preliminary conference is to be held at the Hotel Sher- 
man, Chicago, Ill., on February 10 between interested parties 
and a representative of the Commission, in No. 17000, part 13, 
Hoch-Smith salt, and about three dozen cases joined with it. 
In a notice dated January 4 the Commission said that should 
a premilinary conference appear necessary for the perfection 
of plans to be followed in the hearing of these proceedings 
announcement thereof would be made later. Suggestions from 
the interested parties were invited. They indicated the desira- 
bility of a conference, the Commission said, in a notice an- 
nouncing the decision to have a conference. The notice said 
the conference had been called to discuss: 


(1) What proceedings, either pending or decided, in addition to 
mo oe herein, should be heard or further heard with No. 17000, 
part : 

(2) The procedure to be followed at the hearings, including the 
order of presentation of evidence and the times and places of hearing; 

(3) Plans for developing a complete record as expeditiously and 
economically as possible, including plans for— 

(a) Avoiding the duplication of evidence, 

(b) The formation of committees and joint committees of carriers, 
producers and receivers of salt, 

(c) The preparation of joint exhibits by carriers, producers and 
receivers of salt’ showing, for example, the rates and their history, 
distances and a description of the commodity, the various methods 
of production, its principal uses, and its values as of a uniform date 
or period of time; 

a) The use of a uniform period of time by all parties for statis- 
tical and other data. 


FINANCE APPLICATIONS 


Finance No. 8052. Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. asks authority to issue and sell $2,115,000 of 4% per cent 
equipment trust certificates to Halsey, Stuart & Co., Inc., at 97.66 
and accrued dividends, the highest bid received, in connection with 
asquisition of 1,000 steel construction gondola cars and 83 steel con- 
struction hopper ore cars. 

Finance No. 8053. Chicago & North Western Railway Co. asks 
authority to extend its Gogebic line in Gogebic county, Mieh., 5.62 
miles, to reach large stand of timber. 

Finance No. 8054. Chesapeake Beach Railway Co. asks authority 
to issue $37,500 of notes in part payment for equipment. 


Finance No. 8055. Atlantic Coast Line Railroad Co. asks au- 
thority to acquire control of the Charleston & Western Carolina Rail- 
way. Co., by 99-year lease and by acquisition of its entire outstanding 
capital stock, at $150 a share, 12,000 shares, and for authority to 
assume obligations as provided in the lease. ‘For a number of years, 
according to the application, the C. & W. C. has been operated prac- 
tically as a part of the line of the applicant, and is an essentiai 
part of the through route found in the Clinchfield lease case to be 
in the public interest. The mileage of the C. & W. C. follows: 
Spartanburg, S. C., to Augusta, Ga., 133 miles; Augusta, Ga., to Port 
Royal, §. C., 112 miles; Laurens, 8. C., to Greenville, S. C., 36 miles; 
and McCormick, 8S. C., to Anderson, S. C., 58 miles, a total of ap- 
proximately 340 miles. The stock of the C. & W. C. is owned by the 
Atlantic Coast Line Com ny, which also owns A. C. L. stock. 

Finance No. 8056. Charleston & Western Carolina Railway Co. 
asks authority to issue and sell $1,000,000 of first consolidated mort- 
gage 5 per cent bonds to the Atlantic Coast Line Cimpany at par. 
The Atlantic Coast Line Railroad Company has agreed, if authorized 
to acquire control of the C. & W. C., to apply the money received 
for the bonds to making additions and betterments on C. & W. C 


Finance No. 8049. Chesapeake & Potomac Telephone Company of 
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Virginia asks approval of purchase of properties in Virginia of Dover 


Telephone Co., Hanover Telephone Co., and Midlothian Telephone Co. 

Finance No. 8050. Pennsylvania, Ohio & Detroit Railroad Co. asks 
authority to issue and the Pennsylvania Railroad Co. asks authority 
to guarantee $5,067,000 of P. O. & D. first and refunding mortgage 
4% per cent gold bonds for delivery to the Pennsylvania in partial 
reimbursement of indebtedness. 

Finance No. 8051. Kentucky & Indiana Terminal Railroad Co. asks 
authority to issue $298,400 of equipment notes to the Lima Locomo- 
tive Works in connection with acquisition of 4 switching locomotives 
at a cost of $48,000 each. 

Finance No. 8047, Bell Telephone Company of Nevada asks ap- 
proval of acquisition of the telephone peers, franchises and busi- 
ness of the Utah, Nevada and Idaho Telephone Company in Lander 
and Nye counties, Nev. 

Finance No. 8057. The Sunflower & Eastern Railway Co. and 
Yazoo & Mississippi Valley Railroad Co. ask authority to abandon 
line from Parchman to Webb, Miss., 11 miles. 

Finance No. 8058. Savannah & Atlanta Railway Co. asks au- 
thority to issue and sell $1,300,000 first mortgage 6 per cent gold 
bonds, due 1950; $1,250,000 of 5 per cent preferred stock, and 30,000 
shares of no par common stock. The proposed financing is in connec- 
tion with reorganization of Savannah & Atlanta Railway which has 
been in receivership. Authority is also asked for the applicant, a 
new company, to acquire the properties of the old company. The 
line re from Savannah to Camak, Ga., with 145 miles of main 
track. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 7928, authorizing the New 
York Central Railroad Company to abandon certain portions of its 
lines and to construct and operate lines in new locations in the city 
of Syracuse and village of East Syracuse, N. Y., approved. 

Report and order in F. D. No. 8023, authorizing the Chicago & 
Western Indiana Railroad Company to issue not exceeding $99,000 
of consolidated 50-year gold bonds to be delivered to the applicant’s 
tenants in respect of sinking-fund payments, approved. 

Report and certificate in F. D. No. 8011, (1) authorizing the ac- 
quisition by the Southwestern Bell Telephone Company of certain 
telephone properties of John W. Miller, doing business as the Mes- 
quite Telephone Company; and (2) dismissing application in so far as 
it requests a certificate that the acquisition by John W. Miller of the 
exchange of the Southwestern Bell Telephone Company at Kaufman, 
Tex., will be of advantage, approved. 

Supplemental report and order in F. D. No. 7821, Central Vermont 
Reorganization, modifying previous report and certificate and order 
of December 14, 1929, so as to permit the issue of certain bonds, there- 
in authorized, under and pursuant to and to be secured by a revised 
mortgage, the lien of which will not extend to certain property pro- 
posed to be sold; and to permit certain changes in the date of said 
bonds, condition imposed, approved. 

Report and certificate in F. D. No. 8025, authorizing the acquisi- 
tion by the Southern Bell Telephone & Telegraph Company of the 
properties of the Hartsville Home Telephone Company, approved. 


SUSPENDED TARIFFS 


In I. and S. No. 3411, the Commission has suspended from 
January 24 until August 24 schedules in supplement No. 17 to 
joint tariff, L. D. Chaffee’s I. C..C. No. A-179, E. B. Boyd’s I.-C. C. 
No. A-1963, C. W. Galligan’s I. C. C. No. 136, J. E. Johanson’s 
I. C. C. No. 2114, B. T. Jones’ I. C. C. No. 2172 and F. L. Speiden’s 
I. C. C. No. 1292. The suspended schedules propose to establish 
reduced rates on sugar, carloads, from points in southern Lou- 
isiana west of the Mississippi River to destinations in Arkansas 
via rail-barge-and-rail routes. 

In I. and S. No. 3412, the Commission has suspended from 
January 27 until August 27 schedules in Johanson’s I. C. C. 
No. 3158. The suspended schedules propose to eliminate cer- 
tain direct routes in connection with joint through rates be- 
tween points in western Oklahoma on the Santa Fe and various 
points in Texas, and establish in lieu thereof more or less in- 
direct routes via the Atchison, Topeke & Santa Fe Railway 
system lines and connections. 

In I. and S. No. 3413, the Commission has suspended from 
Januery 30 until August 30, schedules in Chesapeake & Ohio 
tariff I. C. C. No. 10863, Baltimore & Ohio tariff I. C. C. No. 
WL-9995, Supplements Nos. 41 and 42 to B. T. Jones’ tariff I. 
C. C. No. 2001, and other individual lines issues. The suspended 
schedules propose changes in rates on iron and steel rails and 
cross ties, carloads, from Huntington, W. Va., Newark, Ohio, 
.and other points in Central Freight Association territory to des- 
tinations in Virginia, West Virginia and Maryland, including 
some other points in Central Freight Association and Eastern 
Trunk Line territories, resulting in numerous increases and re- 
ductions. The following is illustrative, rates in cents per ton 
of 2,240 pounds, carloads: 


From Huntington,- W. Va., to Clifton Forge, Va., present 378, 
woven i from Newark, O., to Cumberland, Md., present *440, pro- 
pose b 


*Applies on light rails only. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 18 
totaled 847,353 cars, according to the car service division of 
the American Railway Association. Compared with the -cor- 
responding week in 1929, this was a reduction of 84,508 cars, and 
a reduction of 37,330 cars below the corresponding week two 
years ago. The total for the week of January 18 was also a 
reduction of 15,838 cars below the preceding week. 
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“This reduction under the preceding week, as well ag und 
the corresponding weeks in the two previous years, was ~ 
part due to severe weather conditions in practically aj tn 
of the country, but especially in the Central, Weste rts 


western, Eastern and Allegheny regions,” says the ate 


Revenue freight loading by districts the week endeg Jan 
uary 18 and for the corresponding period of 1929 wags reporte 
as follows: 


Eastern district: Grain and grain products, 5,689 and 6,141: ik 
stock, 2,482 and 3,066; coal, 43,115 and 50,922; coke, 2,772 and 33. 
forest products, 4,954 and 4,738; ore, 1,326 and 936; merchandise : 
C. L., 63,234 and 64,476; miscellaneous, 71,477 and 79,288; total, is, 
195,049; 1929, 212,906; 1928, 194,093. aii 


Allegheny district: Grain and grain products, 2,627 and 2,681. liv, 
stock, 1,915 and 2,236; coal, 42,079 and_ 49,410; coke, 5,348 and a 
forest products, 2,079 and 2,411; ore, 1,726 and 1,388; merchandise, [| 
c. , 48,149 and 50,385; miscellaneous, 67,399 and 71,960; total 1934 
171,322; 1929, 186,253; 1928, 176,792. : ‘ig 

Pocahontas district: Grain and grain products, 239 and 185. live 
stock, 52 and 88; coal, 43,316 and 44,310; coke, 365 and 443: forest 
products, 1,158 and 1,326; ore, 146 and 91; merchandise, L, ¢, | 
6,434 and 6,943; miscellaneous, 5,674 and 5,220; total, 1930, 67,384. ‘1929 
58,606; 1928, 50,058. _— 


Southern district: Grain and grain products, 3,360 and 4,309; jive 
stock, 1,760 and 1,931; coal, 26,292 and 29,432; coke, 624 and 801: for. 
est products, 16,155 and 18,620; ore, 940 and 1,089; merchandise, Le 
L., 39,577 and 39,547; miscellaneous, 46,648 and 46,494; total, i939 
135,356; 1929, 142,216; 1928, 144,962. , 

Northwestern district: Grain and oom products, 9,184 and 12.397. 
live stock, 7,812 and 10,529; coal, 11,205 and 11,195; coke, 1,425 ‘and 
1,876; forest products, 12,460 and 16,608; ore, 338 and 476; merchandise. 
L. C. L., 28,342 and 28,676; miscellaneous, 28,339 and 29,462; tota/’ 
1930, 99,105; 1929, 111,219; 1928, 108,609. : 

Central Western district: Grain and grain products, 11,075 and 
16,234; live stock, 10,251 and 11,700; coal, 20,045 and 21,346: coke. 
363 and 418; forest protuee, 4,738 and 7,919; ore, 3,138 and 3,93: 
merchandise, L. C. L., 30,948 and 33,264; miscellaneous, 39,971 and 
48,687; total, 1930, 120,529; 1929, 143,533; 1928, 135,938. 

Southwestern district: Grain and grain products, 5,287 and 6,22; 
live stock, 2,561 and 2,676; coal, 8,125 and 8,459; coke, 270 and 247. 
forest products, 5,250 and 7,214; ore, 438 and 411; merchandise, L. ¢ 
L., 15,343 and 15,879; miscellaneous, 31,334 and 36,017; total, 1930, 
68,608; 1929, 77,128; 1928, 74,231. 

Total, all roads: Grain and grain products, 37,461 and 48,165; live 
stock, 26,833 and 32,226; coal, 194,177 and 215,074; coke, 11,167 and 
12,906; forest products, 46,794 and 58,836; ore, 8,052 and 8,356; mer- 
chandise, L. C. L., 232,027 and 239,170; miscellaneous, 290,842 and 
317,128; total, 1930, 847,353; 1929, 931,861; 1928, 884,683. 


Loading of revenue freight in 1930 compared with the two 
previous years follows: 


1930 1929 1928 

Week ended January 4............ 776,259 798,682 754,247 
Week ended January 11............ 863,191 914,438 907,301 
Week ended January 18............ 847,353 931,861 884,683 
WE Sidindevesn ake kemeanekns 2,486,803 2,644,981 2,546,231 


PENNSYLVANIA LEASE 


W. W. Atterbury, president of the Pennsylvania Railroad, 
January 30 authorized the following statement: 


The directors of the Western New York and Pennsylvania Rail- 
way Company and the Pennsylvania Railroad Company have agreed 
to recommend to the stockholders a 999 year lease of the Westem 
New York and Pennsylvania Railway to the Pennsylvania Railroad 
Company, effective July 1, 1930, for which the latter company shal! 
pay an annual rental equal to fixed charges, taxes and dividends of 
5 per cent on preferred stock and 6 per cent on common stock of the 
Western New York and Pennsylvania Railway Company. , 

Due notice will be given to the stockholders of meetings at which 
the proposed lease will be submitted for their approval. The pro- 
posed lease will also be submitted to the Interstate Commerce Com- 
mission for its approval. 


The Pennsylvania Railroad acquired control of the Westerl 
New York and Pennsylvania in 1900, through the purchase 0 
a large majority of the capital stock and income bonds, thus 
extending the lines of the Pennsylvania system in to the «lly 
of Buffalo. 

Under a lease that was renewed yearly, the Pennsylvailé 
operated the Western New York and Pennsylvania Railroad until 
August 1, 1903, when a twenty-year lease became effective. Since 
the expiration of that twenty-year term, the lease has run from 
year to year. 


° Cc. & O. EXPENDITURES 
Expenditure of $42,000,000 by the Chesapeake & Ohio 
lines for additions and betterments in 1930 is provided in the 
budget adopted by the directors on recommendation of J. J. 
Bernet, president. For the Chesapeake & Ohio proper > 
budget provides $27,500,000, including approximately $5,000,00" 

carried over from 1929. For the Hocking Valley the auth 
expenditures total $7,000,000, including $4,000,000 on carry fone 
The Pere Marquette budget provides for $8,000,000, includiné 
$2,000,000 on carry overs. ( 
These budgets for additions and betterments are a 

of the previously announced budgets totaling $42,500,000 
equipment for these three roads. 
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Traffic Man and Indoor Transportation 


Modern Method of Internal Industrial Transportation Supplements Work of Carrying Country’s 
Products to World Markets—Function of the Portable Conveyor 


By C. E. Gobeil, Traffic Manager, Standard Conveyor Company, N. St. Paul 


0 supplement the work of carrying the country’s 
Tre to the world’s markets there has been 

developed the modern method of internal industrial 
transportation. Mass production has been made possible 
py the extensive use of conveyor systems. The low pro- 
duction cost in the automotive. industry is directly 
traceable to its internal system of transportation, which 
moves the materials in a stream through every depart- 
ment until the completed car is ready for delivery. 


Of particular interest to the 
traffic executive are those con- 
yeyors that materially assist 
him in loading, unloading, and. 
piling. Even where labor is 
cheap, the saving made possible 
by the use of conveyors is suf- 
ficient more than to justify its 
use. Of all labor in the world, 
the cheapest to be had is in the 
Orient, so one might assume that 
all loading and unloading in the 
Far East would be performed 
by coolie labor—men accustomed 
to long hours, hard work, and 
little pay. But the officials of 
the Chinese Eastern Railway, 


Illustration No. 


conveyor. 


From the cross conveyors the bags and bean 


cake are diverted by means of adjustable discharge ar- 
rangements, and fall into steel chutes that lower the 
materials to portable conveyor sections on the floor. 
These conveyors transport the material to the desired 
storage location, where a portable elevator piles the bags 


and bean cake “sky high.” 
ready for reshipment. 


Here they are kept until 
The conveyors, being reversible, 


“unpile” the stacks and carry the bags and cakes to rail- 





1—Carrying bean cake and sacks 
of soy beans across the dock and stacking them in 


warehouses. 


after studying the mattetr, decided that there was a 
better and a cheaper way to load and unload ships that 


docked at their Vladivostok harbor. 


The extensive port- 


able conveying system they installed is a tribute to 
American engineering ability and workmanship. 

If you should traverse the Vladivostok waterfront you 
would eventually reach Eggersheld, where the Chinese 
Eastern Railroad docks and warehouses are located. It 
is here the actual demonstration of the superiority of 
mechanical handling devices over manual labor takes 
place. You would see bags (which, on inquiry, you would 
be told were filled with soy beans) and bean cake being 
transported, as shown in Il}ustration No. 1, across the 
dock, through warehouses six hundred feet long, and 


stacked in piles up to the roof of the warehouses. 


The 


conveyors, which are electrically operated, receive the 





illustration No. 2—Bags traveling down an incline 
conveyor. 


materials 
on the 
floating 
dock from 
the slings, 
elevate 
and carry 
them to 
cross con- 
veyors. 
Illustra- 
tion No. 2 
gives a 
good view 
of the bags 
traveling 
down an 
incline 


road cars for shipment to in- 
terior points. 

Most surprising to the visitor 
is the absence of those intermin- 
able lines of coolies with their 
heavy loads of freight—a com- 
mon sight at Asiatic ports. The 
railroad has been able to effect 
a reduction of over fifty per 
cent in the number of men used 
in loading and unloading. Be- 
fore the conveyor system was 
installed, it required forty men 
to accommodate two slings un- 
loading from the ship’s hold; 
now only seventeen men are 
needed. Ten men receive the 


freight from the slings. Two men act as inspectors along 


the route and five men 


work at the receiving ends. 


Furthermore, the conveyors have increased the loading 
and unloading speed from forty tons an hour, where 
forty men had been used, to ninety tons an hour, with 


only seventeen men. 


By speeding the unloading, the 


railrvad has increased the number of ships that unload 


at the harbor. 


There is no time lost by the ships wait- 


ing to be unloaded—everything goes like clockwork. 
What has been accomplished at Vladivostok can be dupli 


cated in ports the world over. 


Ships at dock waiting 


to be unloaded should be speeded on their way, carrying 
the world’s products. 
There is hardly a loading or unloading job that cannot 


be made 
easier by 
the _ port- 
able con- 
veyor. All 
over the 
country it 
does the 
heavy 
work in 
shipping 
rooms, 
freight 
houses, 
docks, and 
ware- 
houses. It 
carries 
and ele- 
vates com- 





illustration No. 3—Portable piler speeding up truck 
loading. 
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square feet. There is railroad stor- 
age for over 500 cars. Tracks ex- 
tend the entire length of all piers. 
The 25-acre yard adjacent to the 
piers is devoted to the storage and 
distribution of lumber. 


MERCHANTS WAREHOUSE CO. 
Snowden Henry, Superintendent 


Eleven mammoth warehouses, con- 
veniently located throughout the 
city, provide over 1,300,000 square 
feet of excellent storage space. Each 
property is served by P. R. R. sid- 
ings. The Merchants Warehouse 
Company are the largest operators 
of warehouses in Philadelphia and 
are equipped to furnish all kinds of 
service incident to the handling of 
package freight on L. C. L. ship- 
ments. Liberal cash advances may 
be had on stored goods. Insurance 
rates are low. 


Norfolk TideWater Terminals Inc. 


Keystone Wareh oy 


At Norfolk, Va.— 


NORFOLK TIDEWATER TERMINALS 
J. A. Moore, Manager 

At this great terminal property there 
is every modern device for the rapid 
and economical handling of cargoes. 
There are three piers each 1300 feet 
long and four open-bulkhead berths. 
Eight warehouses provide 2,200,000 
square feet of floor space. They are 
served by depressed tracks and con- 
crete drives. The receiving, deliver- 
ing and classification yards have a 
capacity of 4000 cars. The prop- 
erty is served by Norfolk’s eight 
trunk line railroads. 


At Chicago— 
Richard D. Jones, Western Traffic Manager 
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modities that are baled, barreled, sacked, crated, boxed, bundled, 
in rolls or in cartons—in short, anything in a compact or a semi- 
compact form. A steamship company in Detroit uses a small 
portable piler to speed up truck loading as depicted in Illustra- 
tion No. 3. A folding box company uses a piler to load bundles 
of box boards. A manufacturing company piles or loads its rolls 
of barbed and fence wire with ease and rapidity. 

Loose rolls of paper pulp laps, a commodity not easily 
handled, are shown in Illustration No. 4, being loaded in a box 
car. Illustration No. 5 shows a lake boat unloading its cargo 
of print pa- 
per at a 
Canadian 
port. Spe 
cial attach- 
ments and 
arrange- 
ments can 
be procured 
to meet spe- 
cial require- 
ments. For 
instance, a 
piler was 
manu fac- 
tured for 
eleva ting 
shells in a 
munition 
factory. It 
is equipped with a trick loading device that immediately places 
the shell in the middle of the carrier. It also has a special 
“gooseneck” at the top to facilitate discharging. Portable piling 
machines are operated either by electric current or by gas 
engines, depending on conditions. They also have a self- 
propelling mechanism that moves the machine from place to 
place under its own power. 


A sugar warehouse is an admirable place to witness the 
operation of piling machinery. Instead of numerous laborers 
carrying or trucking a few sacks at a time, a continuous line 
can be handled by only two or three men. The work of manning 
the conveyors does not require skilled labor. No mechanical 
knowledge is necessary to take care of the machine. Some of 
these machines pile a tone every minute—using two men at the 
loading point and the same number at the delivery end. In 
stacking, the bags are simply leaned against the continuously 
moving carriage of the piler, instantly taken up and carried 
swiftly and directly to the top of the pile. There are no delays, 
nor is there any strenuous work. Ordinarily, four men can 
pile only six feet high by hand. When it is necessary to pile 
higher, it takes eight or ten men, depending on the height the 
bags are to be stacked. Every minute that might be wasted in 
walking back empty handed for another load is used advan- 
tageously. 
The floor 
space nec- 
essary for 
truc king 
and walking 
is utilized 
for storage 
purposes by 
employing 
this modern 
labor and 
time - sav- 
ing method. 
Usually, 
when man- 
ual han- 
dling is 
used, the 
bags are 
tum bled 
down from 
the pile. 
Many of 
them break 
and must 
be re-sewed in order to place them in condition. 
are lowered by a piler, breakage is eliminated. 
machine “unpiles” as well as piles. 


Industrial traffic executives are beginning to appreciate the 
great possibilities of labor-saving machinery in their depart- 
ments but, generally, are not on a parity with their brothers in 
the operating departments. Large sums are appropriated by 





IHustration No. 4—Loading rolls of paper pulp laps 
into a box car. 





Illustration No. 5—Lake boat unloading cargo of 
print paper. 


When bags 
The piling 


corporations for machinery in their operating departments but 
comparatively little attention is paid to the traffic department, 
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simply because traffic men have been giving most o 
and thought to their office work and have neglecte 
ties to save large sums for their concerns by reducing ¢h 

loading and unloading costs. Economy of space couylq be eir 
fected, demurrage obviated, labor reduced, and shipments 4 
ened by the proper use of labor-saving machinery, “— 


AMERICA’S FIRST BOAT TRAIN 
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America’s first “boat train” left as an extra section of the 
Overland Limited January 22, from the Chicago & North West 
ern passenger station in Chicago. It carried a party of 136, 
bound for San Francisco and the Matson liner, Malolo, which 
carried them to Honolulu. 

The Malolo Boat Train is part of a transcontinental boat 
train service to carry passengers across the country without 
change of cars. Members of the party came from New York 
Boston, Chicago, Philadelphia, Cleveland and other points 
the east and middle west. Eastern passengers boarded special 
coaches at New York; these coaches were transferred to the 
boat train made up at Chicago. 

Features of the service provided on the boat train ar 
special stationery and dining car menus bearing the legen 
“Malolo Boat Train—Honolulu” in the same design as it appeals 
on the observation coach drum sign. A sixteen-page brochure 
carrying the names of members of the party was also provided 
for each passenger. Fw 

By the use of this special service, the time from Chicae 
to Honolulu is exactly seven days; from New York, eight days 
A second Malolo boat train will be sent across the continel!. 
leaving New York, February 18, and Chicago, February ™ 
proceeding on the same schedule. a 

From Chicago to San Francisco the train operated over Ut 
Overland route of the Chicago & North Western, Union Pacific 
and Southern Pacific railways. Special coaches from the east 
arrived in Chicago over the New York Central and Pennsylvall 
lines. Representatives of the five railroads and the Mats! 
Navigation Company were present to speed the party eS 
way as it left Chicago. 


RAILROAD ELECTRIFICATION J 

Eighteen railroads in the United States, which torn 

operated by steam only, now operate electrically on about = 

miles of track, according to a survey of railroad elect ea 
just completed by the Copper and Brass Research Associ# 
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Express Service in the United States 


service Begun in 1839 by W. F. Harnden, with Carpet Bag for Equipment—Single Organization 
Now Blankets Country with Nearly 25,000 Offices—In Interval Between, Many Companies 
Provided Variety of ‘Personalized Services” —Formation of Railway Express Agency 
in 1929 Logical Conclusion of Evolutionary Period 


By Homer H. SHANNON 


were a problem to solicitous 
mothers when the first trans- 
rtation service was begun, from 
yhich has grown the business of the 
Railway Express Agency. Although 
there is no greater similarity be- 
tween the first “express” service and 
the far-flung organization with 
which the most rural citizen is 
familiar today than might be dis- 
covered between the green, sixteen- 
year-old immigrant boy that was 
Robert E. M. Cowie of forty-five 
years ago and the man who is now 
president of the company, it is still 
tme that the needs which the one 
satisfied are quite similar to those 
satisfied by the other. Those needs 
are expeditious handling of partic- 
war classes of shipments and a per- 
sonalized service, with all that im- 
plies in the way of careful handling, 
protection, and such auxiliaries as 
sind st ||US eee 
When merchandise and valuable 


Tes are men yet living who 





transportation problem by placing 
it on his back and walking to the 
point of delivery; but there are a 
large number of commodities that 
do not themselves dictate just the 
type of agency to be employed. 
Again, fortunately, the average 
traffic manager is so made that 
habitual reactions will cut a straight 
line through the complexities by 
doing the usual thing. But more 
and more the thing to do is becom- 
ing less and less the usual thing. 
Transportation problems, of large 
scale, must be analyzed. 

Express service, which has been 
among the choices for about 91 
years, now puts at his call any part 
of a machine with 57,000 employes, 
who give their full time to its busi- 
ness, and some 23,000 commission 
or part time employes. The com- 
pany maintains 24,622 offices and 
has service on 12,000 trains daily, 
except Sunday. It has nearly 9,000 
motor vehicles and about 3,000 
horse-drawn vehicles to move ship- 


articles are to be transported between two more or less ments between terminals and between terminals and 
listantly separated points today, the shipper has a larger point of delivery or receipt. It has contracts with other 
variety of services to choose from than was the case in carriers for transportation completely enmeshing the 
the early part of the last century. In addition to walk- cities and villages of the country in one closely knit 
ing, or going by horse-back or stage—or, possibly, canal fabric of organization. In addition, its arms reach out 
boat—to make the delivery, as might the early shipper into adjacent countries and the rest of the world. Again, 
have done, the choice is complicated by the fact that there to resort to figures, its operations cover 222,239 miles of 
is a dependable freight service by steam and electric steam railroads; 2,760 miles of electric lines; 6,620 miles 
railroads available. There is the parcel post service, of ocean going steamship lines; 11,388 miles of coastwise 
trucking services, waterway facilities and thefe is the steamship lines; 5,298 miles of inland boat lines; 10,132 


airplane. If the rail- 
roads are to be used, 
shall it be through the 
thannels of the L. C. L. 
consolidator, or one of 
the individual com- 
panies? If express is 
chosen, shall it be air 
‘xpress, or just what 
frm? Fortunately, the 
traffic manager, faced 
by the intricacies of a 
choice so staggeringly 
complicated by modern 
evelopments, gets some 
help from the nature of 
the shipment itself. If 
the shipment is fifty tons 
of coal, he realizes that 
t would be impractical 





An 1875. delive truck of Wells, Fargo and Company. Picture taken 
to attempt to solve the dil in San Francisco. 


miles of airways; and, 
surprisingly enough, 
stage lines over ' which 
it still operates a total 
1,973 miles, which in- 
clude not only the more 
modern motor lines but 
the primitive horse- 
drawn stage into moun- 
tain and other scattered 
settlements not to be 
reached by other means. 
Literally, the single or- 
ganization can and does 
pick up and_ deliver 
shipments from any- 
where to anywhere in 
this country, within a 
few miles. At least in 
that respect it is unique 
and, on the basis of the 









variety of 
the business 
it handles, 
may rightly 
be termed 
the aristo- 
erat of 
transporta- 
tion. 


W. F. Harn- 
den First 
Company 


It all be- 
gan, so far 
as the chro- 
nicles re- 
veal, with 
the an- 
nouncement 
in 1839 that 
W. F. Harn- 
den “has 
One month’s waybills, representing three and a half made ar- 


million dollars revenue express shipments delivered rangements 
at offices reporting to Philadelphia regional account- with the 


ing department. Providence 

Railroad 

and New York Steamboat companies, to run a car through from 

Boston to New York, and vice versa, four times a week, com- 
mencing on Monday March 4.” 

The car actually consisted of an arrangement with the rail- 
road and a carpet bag, in which Mr. Harnden proposed to trans- 
port anything the merchants of the time would entrust to his 
personal care for delivery at either of the two terminal points. 
After five years of employment on the Boston and Worcester, 
during which time he had reflected on the practice of merchants 
and individuals of commis- 
sioning the conductor on 
the train for all manner of 
services ranging from super- 
vision of the nursery needs 
of baby pigs to collecting 
bills, his resourcefulness 
suggested the possibility of 
personal profit. The an- 
nouncement included infor- 
mation that he would “take 
charge of all small pack- 
ages of goods, bundles, etc., 
that may be entrusted to 
his care, and see them safe- 
ly delivered, and attend to 





companies). “He would ac- 
company the car himself, it was stated, for the purpose of pur- 
chasing goods, collecting drafts, notes, and bills—“orders of all 
kinds promptly attended to.” 

And today the express company stands ready to redeem 
pawn tickets, pay taxes for absentee owners, and perform a sim- 
ilar variety of services of a personal nature, 

About the time Harnden launched his novel business, steam- 
rail roads were beginning to be recognized as something more 
than a joke and an outrage, and the expanding commercial life 
of the communities, in the absence of any of the standard means 
of communication and devices by which commerce is conducted 
today, was quick to avail itself of the personal service af- 
forded by the innovation Harnden proposed. 

An energetic young man named Alvin Adams duplicated 
Harnden’s efforts with a competing service between Boston 
and New York in 1840. There followed a large number of 
similar ventures, at first no more ambitious than the original 
start of Harnden, but gradually taking on employes and other 
accouterments necessary to expansion and greater stability. 
Harnden limited his business to Albany, on the west, on the 
theory there were not enough people beyond to make exten- 
sion profitable. But considerably before the railroads had 
been extended to there, an express service between Albany 
and Buffalo was begun by George Pomeroy, using stage for a 
large portion of the journey. The stage coach has been an 
important adjunct of express service throughout its period of 
development and has contributed the more romantic chapters 
to that history. But, to a large extent, the express develop- 
ment has been concurrent with that of the railroads. 

A notable exception was the extension of express by stage 
from the Missouri River shortly after gold was discovered in 
California. And in 1849 Adams had pushed his business to 
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the Pacific coast by way of the Isthmus of Panama, where ch; 
ments were transferred across the narrow stretch of lent re. 
one vessel to another. from 


Big Companies From Little Ones 


The early period of development has not been aq 
recorded, the first detailed account appearing in 1859" a 
“Stimson’s Express History” was published. It wag writes 
by employe of the Adams Express Company and has bee a 
cised as overly loyal to that service. D crit 

But a period of rapid amalgamation of the smaller, 'les 
tentious companies into larger units began about 1850 re 
the American Express Company was formed, under the directo 
of William G. Fargo, Henry Wells, and Johnston Livingston 
Wells, Fargo, and Company, operating principally on the Pa 
coast, was formed in 1852. That was followed by the forma . 
of the United States Express Company in 1854, the National m. 
press Company in 1855, and the Southern Express Company j 
1861. Adams and Company had become the Adams Expres 
Company in 1854. : 

All these companies were in operation in 1912, when th 
Commission instituted its investigation of express services and 
charges that resulted in establishment of the present rate 
tem. In addition, at that time, there were the following lar 
companies in operation: Globe Express Company, formed jy 
1891; Great Northern Express Company, in 1892; Western py. 
press Company, 1894; National Express Company, 1895, an 
Northern Express Company, 1906. 

Throughout the early period, small ventures were started 
and as quickly ended. The character of the services was x 
diverse as the individuals behind them, but the definite need f 
a personalized type of transportation and the most expeditioys 
handling of goods possible under emergency conditions inevitably 
created a number of large, trustworthy organizations. The i 
dividual railroads themselves, in many instances, quite naturally 
operated express services through subsidiaries or divisions, By 
the advantages of large scale, nation-wide operation by a single 
organization tended to elim 
inate the smaller organiz- 
tions, either through thei 
absorption or extinction. 
Some of the earliest com- 
panies carried mail in com: 
petition with the govern 
ment and later as agents of 
the government. 

The sporting nature of 
some of the ventures ani 
the influence of the demani 
for speed is best illustrated 
by the famous “Pony Er 
press,” begun between St. 
Joseph, Missouri, and Sacra 


forwarding merchandise of Contrast of the pioneer and modern vehicles employed in transporta- mento, California, April 3 
all descriptions (except that tion of express, staged at Municipal Airport, Chicago, at time of 1860. The service is said 
prescribed by the railroad inauguration of air express, September, 1927. to have been launched # 


the result of a bet. The dis 
covery of gold in Colorado in 1859 gave added impetus to i 
sistence on greater speed between the Missouri River and tle 
territory extending to the west coast. Two weeks or more Wi 
the best time the stage was able to make on the trip. Te 
business of haulizg freight and passengers across the plails 
had become of large importance. One of the biggest compaule 
in it was that of Russell and Waddell, said to have employe 
75,000 oxen and some 6,000 wagons. In 1859, while in the east, 
Russell advocated increased speed for the mail service by i 
use of riders on horseback. He laid a wager that the trip 
1,950 miles between St. Joseph and Sacramento could be cut to 






















merchandist 


Motor equipment used at Oakland, Calif., to transfer that 
from through express train from New York to ferry transfer 


delivers the shipments to Pier 14 at San Francisco. 
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in that way, and on his return west began making prepa- 


— for its inauguration. Eighty riders and 400 horses were 
obtained for the service, and, following the most approved lit- 


rary fashion, the rider on the last lap of the first trip is said to 
me reached the designated point at Sacramento just twenty 
minutes ahead of the 10-day limit. That schedule was main- 
ined throughout the short life of the Pony Express. On one 
vecasiOD, when Lincoln’s inaugural address was a part of the 
ontents of the saddle bags, the time was reduced to seven and 
: half days. Completion of the line of fhe Pacific Telegraph 
Company in 1861 was followed by discontinuance of the service. 


First Interstate Regulation in 1906 


More recent history of the express business naturally falls 

into two periods—that between 1906, when the Hepburn act 
first made the business subject to regulation by the Commis- 
sion, and the formation of the American Railway Express Com- 
pany at the time of the war, and the period since the war. 
The act to regulate commerce, of 1887, under which the 
commission was created, made no mention of express companies 
and it was not until the Hepburn act specifically characterized 
them as common carriers that their rates and practices were 
prought under regulation, except for more or less nominal and 
spotted control exercised by individual states. 

Regulation by states goes back at least to 1891, when 
Georgia enacted a law placing express business under the juris- 
diction of the state commission. In 1892 that commission issued 
its frst express tariff, which, with some modifications, was ob- 
served for approximately twenty years on intrastate business. 
A number of other states, including Texas, Mississippi, Arkan- 
sas, and Missouri, had enacted regulatory laws before the law 
regulating the companies on interstate business came into ex- 
istence. 
¥ Present Rate Basis Dates From 1914 


Before the Hepburn act, tariffs of the companies were not 
publicly on file and the rates and services were largely regu- 
lated by competition. Even after that, the tariffs filed and rates 
named were unsatisfactory in that they were almost invariably 
higher to points served exclusively by one company than at 
points reached by more than one company. The tariffs were 
complicated and, to the extent that it might have been proper to 
say there were rate “structures,” they were chaotic. 

In 1912 the Commission instituted a general investigation 
of rates and practices, and in its order succeeding those pro- 
ceedings, it required the establishment of the zone and block 
system now in effect (with some modifications) and fixed the 
rate basis and classification. By that order the country was 
divided into 950 blocks formed by intersections of meridians and 
parallels, each block having dimensions of 1 degree. An ano- 
malous result of that is that width of blocks along the Gulf of 
Mexico is materially greater than that of those along the Cana- 
dian border, as the degrees of latitude decrease in length as they 
progress north. A degree of longitude is uniformly 69 miles and 
a fraction, but the degree of latitude varies in the United States 
from 62 miles in the extreme south to 45 miles at the Canadian 
border. The blocks were divided into 16 sub-blocks. Rates be- 
ween non-adjacent blocks were made on a mileage basis, with 
modifications, using points representing the center of traffic 
density in the individual blocks to determine the distance. Rates 
between points in adjacent blocks and within single blocks were 
made in terms of the sub-blocks. In 1925, there were created 
18 additional blocks by dividing existing blocks into “fractional 
blocks.” That, in general, is the framework on which the rate 
fabric rests today. 

The blocks are numbered from east to west, beginning with 
the tier along the Canadian border. The first block is numbered 
ll, and the first block in the tier immediately under is 201, and 
0 on, so that the number of the block indicates its tier. The 
sub-blocks are lettered A to Q, inclusive, omitting the letter J. 
The country is, in addition, divided into three zones, corre- 
ponding with relative traffic density. The unit charge is that 
for hauling 100 pounds 50 miles, which varies in each zone, 
aid is graduated on shipments of less weight. In computing 
the rate, the distance and zone rate is figured on the weight 
of the shipment, to which is added a 30-cent express terminal 

€ and one of 35 cents for a railroad terminal charge. 

is also a slight graduation in terms of length of haul 
aid another modification on “short-haul” traffic. 


Evolution Furthered by World War 


The war did a great many things besides “make the world 
© for democracy” and universalize an appetite for American 
tigarettes. When the railroads were taken over by the gov- 
‘iment, the Director General refused to deal with the separate 
ican 8 organizations then operating. As a result, the Amer- 
vente rey Express Company was formed to carry on the 
Ada €ss of the seven large companies. Those companies were: 
ms Express Company, American Express Company, Wells, 
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Fargo and Company, Southern Express Company, Western Ex- 
press Company, Great Northern Express Company, and Northern 
Pacific Express Company. Under the agreement established 
at the time, the express company was required to pay the 
federal roads 50.25 per cent of the gross revenue collected from 
the express privilege. 

The transportation act of 1920 returned the express business 
to private operation, as it did the railroads. New contracts were 
made with the railroads and approved by the Commission. 
They provided, among other things, that, out of the gross revy- 
enue received by the express company in each divisional terri- 
tory, the expenses of operation should be deducted and the 
remainder divided between the company and the railroads, 2.5 
per cent going to the former and 97.5 to the latter. It was 
further provided that, if the amount accruing to the express 
company should exceed 6 per cent on the value of its property, 
the excess should be set aside and, when that equalled 10 per 
cent of the property and investment value, there should be a 
division on the basis of 75 per cent to the railroads and 25 per 
cent to the express company. 

Although not so in name, the effect of that arrangement 
was virtually to make the American Railway Express Company 
an agent of the railroads for conducting the business. 

When, on February 28, 1929, the 1920 contracts ran out, 
there followed a last step rounding out the evolution of the 
express business. On March 1, of last year, the Railway 
Express Agency took over the business of the American Railway 
Express Company, giving the railroads control of the business 
in name and in fact. For that purpose the Commission had 
authorized issuance of 1,000 shares of capital stock, with no 
par value, to be sold for cash at not less than a hundred dollars 
a share, and $32,000,000 of five per cent bonds. The stock was 
to be distributed among 86 major roads on the basis of the 
relative volume of their express business. The railroad organ- 
ization maintained the existing services and personnel intact 
and took over the business where the American Railway Express 
Company left off, with no noticeable interruption of any kind. 

At that time the business begun by a glorified errand boy 
of 1839 had an annual income of approximately $300,000,000 and 
handled in the neighborhood of 180 million shipments a year. 
The actual figure in 1928 was 178,447,912, with an average 
weight of 68 pounds and an average charge a shipment of $1.59. 
The number of waybills issued by the company nearly equals 
that by all the railroads of the country for freight shipments. 

Anything that can be put into the cars, from gold fish to 
elephants, is provided for in the classification. Merchandise 
generally moves at first class rates. Articles of food and drink 
are rated second class, taking rates 75 per cent of those applica- 
ble to first class shipments. In addition, third class is provided 
for a large number of items under the head of printed matter. 
With the addition of a line of commodity rates, carload and less 
carload, that completes the general features of the rate struc- 
ture. 

As the rates are graduated to a pound basis, shipments of 
certain sizes can be made by express at less than would be the 
less-carload freight charge. In addition, it is pointed out, the 
express rate covers pick-up and delivery, an individual receipt, 
insurance, and other features not available to the parcel post 
shipper. 

A recently compiled comparative table of rates from Chicago 
to various destinations shows the following relationships be- 
tween express, parcel post and less-carload freight rate: 


To Los Angeles: 10 Ib. 20 Ib. 30 Ib. 50 1b. 75 Ib. 100 1b 
SE, | ine kc dulive.a0/5 40.00 $1.27 $2.20 $3.12 $4.97 $7.29 $9.60 
(Pe eee 1.12 2.12 3.12 5.12 7.64 10.14 
le eer 5.10 5.10 5.10 5.10 5.10 5.10 

To New York: 

ER, 55 Sado 4080 0000008 .69 1.04 1.38 2.07 2.94 3.80 
EE SNE a Svivcccdeees .73 1.33 1.93 3.13 4.66 6.16 
SSS ener 1,42 1.42 1.42 1,42 1.42 1,42 

To Salt Lake: 

A A eet .99 1.64 2.28 3.57 5.19 6.80 
is .. -L,. Saar es .92 1.72 2.52 4.12 6.14 8.14 
tb Dio 955 oe oo 661841 3.98 3.98 3.98 3.98 3.98 3.98 

To Dallas: 

Eas Bo 1.19 1.61 2.45 3.50 4.55 
ss. 2 Seer .73 1.33 1.93 3.13 4.66 6.16 
ee ee ee 2.46 2.46 2.46 2.46 2.46 2.46 


The points used are picked at random and simply illustrate 
the relationship of the charges of the different types of trans- 
portation employed on the bulk of the small package business. 


Faster Than Passenger Service 


All of the many companies, big and little, that have used 
the facilities of the railroads and other transportation agencies 
to supply the American business man and the common citizen 
with the fastest transportation service available, have now been 
superseded by the railroad-owned company headed by Robert 
E. M. Cowie, with the exception of that of the Southeastern 
Express Company, which operates on the lines of the Southern 
Railway and one or two other railroads in the south. Stability 
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of the existing organization is assured through the fact that 
the contractual relations set up at the time of the formation 
of the Railway Express Agency have a life of twenty-five years. 
One of the most important advantages of a single organization 
to handle the business is that it makes possible the creation of 
a great many more through cars than would be possible if the 
merchandise to be consolidated were in the hands of a number 
of agencies. Reflecting that there are at present 37 special 
express trains operated out of New York and 34 special trains 
into that city. Chicago has 24 special trains outbound and 17 
special trains inbound, and a total of about 450 outbound cars 
are loaded there daily, varying according to season, and 400 
inbound cars unloaded. The through express trains operate 
on schedules that, in a great many cases, exceed that of the 
fastest passenger services for speed. Fourth morning delivery 
to the Pacific coast from New York is maintained by the rail 
service and, by air express, the trip is made in less than 36 
hours. Air express shipments in 1929 were approximately 
24,000 in number and totaled 126,000 pounds. 


R. E. M. Cowie 


President Cowie, born in Scotland, the son of a Presbyterian 
minister, came to this country when he was 16 years old and 
has been connected with the express business almost continu- 
ously since. He had planned, with another young boy, to go 
to South Africa and start an ostrich farm. The other boy backed 
out, but Robert was too proud to stay at home after announcing 
his adventurous program and bought a ticket for America. He 
landed at Boston, where he got a job as clerk in a wholesale 
house. But, responding to the popularity then enjoyed by 
Horace Greeley’s slogan, “Go west, young man! Go west!” 
after a few months he headed for a railroad station. He divided 
his money into two parts and laid one part on the ticket counter. 
“How far will that take me west?” he asked. The ticket clerk 
counted the money and answered, “Cleveland.” 

Arrived at that point, young Cowie got a job as a junior 
clerk in the American Express office. He was with that com- 
pany continuously until 1918, when he was made vice-president 
in charge of operations in the east of the American Railway 
Express Company, at the time of its formation. In 1923 he 
was elected president of the company, which position he was 
holding at the time that company was taken over by the rail- 
roads and his election as president of the new company. 


“Step on the gas” and “speed it up” are the pass words of 
the day, according to Mr. Cowie. “Do the work fast, but do it 
more efficiently. ... It has always seemed to me that the man 
who is content to do a task without understanding why he is 
doing it is not putting any great thought into his work.”—Those 
remarks, perhaps as well as any others, give insight into the 
man. 


RAIL-BARGE-RAIL RATES 


The fact that establishment of proposed rail-barge-rail rates, 
in Ex Parte No. 96, through routes and joint rates between 
Inland Waterways Corporation and other common carriers, 
might deprive rail carriers of traffic in which they otherwise 
would participate, should have no weight with the Commission 
in considering the Inland Waterways Corporation’s petition for 
establishment of such rates, according to the answer of L. D. 
Chaffee, general freight agent of the government barge line, to 
the answer of the Santa Fe and other southwestern lines to the 
barge line proposal. (See Traffic World, December 28, p. 1682.) 

In support of that contention, the Commission’s decision in 
Decatur Navigation Co. vs. L. & N., 33 I. C. C. 281, was cited, 
and the assertion made that the interstate commerce act pro- 
tected rail carriers in the long-haul on traffic when their con- 
nections were rail carriers, but the long-haul provisions were 
not applicable when one of the connections of the rail carrier 
was a water line. 

By their own admission, said Mr. Chaffee, the rail carriers 
who were parties to the answer, “are opposed to the establish- 
ment of rail-barge-rail rates required by law.” He also asserted 
that establishment of through routes and joint rates prayed 
for by the Inland Waterways Corporation did not constitute a 
requirement forcing rail carriers to subsidize a government 
agency, and that there was no showing that the rail carriers 
would not receive reasonable compensation for any service they 
might perform in connection with the proposed rates. He 
further asserted there was no foundation for the statement of 
the rail carriers that establishment of the through routes and 
joint rates prayed for would result in the destruction of efficient 
rail competition and the unnecessary and wasteful depletion 
of rail carriers’ revenue without cause or justification. Denial 
was also made of the allegation that the granting of the prayer 
of the barge line’s petition would result in the disruption of 
the rate structure to, from and within the southwest. 
Allegation of the rail carriers that economic waste of 
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transportation . would result if the barge line’s prayer 

granted was not well founded, asserted Mr. Chaffee. —— 
said that the question of the reasonableness or lawfulness f 
rates required by the Commission under the Denison barge An 
act of 1928 could not be brought in issue until the rates an 
filed with the Commission, “subsequent to which time - 
burden of proof lies with complainants.” . 

Determination of necessity for, or public interest in, th 
proposed rates, does not lie with rail respondents ang by the 
terms of the act of £928, the barge line should not be requires 
to make the same nature and character of proof as is Tequired 
under the provisions of the interstate commerce act before the 
proposed additional through routes and joint rates are pre. 
scribed, because such action is plainly at variance With the 
Inland Waterways Corporation act, according to the barge line's 
answer. 

Opinions of the rail carriers in their answer, according to 
the barge line, “discloses a lack of proper regard for the legis. 
lation contained in the Inland Waterways Corporation act ap. 
proved May 29, 1928, and for the fact that the petition in this 
proceeding has been filed by the Inland Waterways Corporation 
in furtherance of congressional policy, that the petition in this 
proceeding seeks the establishment of rail-barge-rail rate 
necessary to carry out the purposes for which the Inland Water. 
ways Corporation was created by Congress and the said petition 
cannot be denied outright in the face of the said Inland Water. 
ways Corporation act.” 

Opposition such as that indicated in the rail carriers’ ap. 
swer, according to the barge line, resulted in Congress finding 
it necessary to empower the Commission to establish routes 
and rates via the barge line without holding a full hearing prior 
to issuance of an order. (For decision of I. C. C. on barge-rail 
rates, see elsewhere.) 


BARGE LINE AND WATERWAYS 


The Traffic World Washington Bureau 


Appointment of a special committee on inland water trans. 
portation has been authorized by the board of directors of the 
Chamber of Commerce of the United States. 

The committee study contemplates two main objectives: 
(1) to develop standards or tests which should govern in deter. 
mining the advisability of proposed waterway improvements 
and the priority among such proposed works; (2) to determine 
practicable means for hastening the placing of the government 
barge lines on a basis of private ownership and operation, in- 
cluding consideration of the requirements of existing law as to 
completion of channels and terminals and establishment of 
through rail and water routes and rates. 

Within the scope of the inquiry indicated, the committee, 
the members of which will be invited to serve by the president 
of the chamber, is expected to make a thorough investigation 
of the question of improvement of inland waterways and of 
the situation surrounding the operation of the government barge 
line in connection with consideration of the question of transfer 
of the line to private ownership and operation. 

The Denison barge line expansion act of 1928 specifies the 
conditions that must be met before the Secretary of War is 
authorized to lease or sell the barge line. It provides that it 
is the policy of Congress to continue the transportation set 
ices of the Inland Waterways Corporation until there are 
adequate navigable channels, terminal facilities reasonably 
adequate for joint rail and water services, barge-and-rail rates 
in effect, and private interests are ready and willing to engage 
in barge line services. When the Secretary of War finds the 
conditions as to channels and terminals have been met and the 
Interstate Commerce Commission shall report to the Secretaly 
of War that the condition as to barge-and-rail rates has beet 
met, the Secretary of War is authorized to lease or sell the 
transportation facilities, or any unit thereof, belonging to the 
corporation, but he must not lease or sell to a railroad or aly 
one connected with a railroad. Another condition is that the 
facilities of the corporation on the Mississippi River and 7 
tributaries shall be considered as one unit. This means thi 
the barge lines on the Mississippi River, upper and lower, 20¥ 
in operation, and on the Illinois waterway and the Missou! 
River, to be in operation as soon as the channels permit 2a! 
gation by barge, must be sold or leased together. The servic 
on the Warrior River and its tributaries is to be considered % 
a unit. Other conditions are outlined in the law, among —o 
being one that the President shall approve the lease oF sale 
of the barge lines. : 

The question may be raised in connection with the require 
ments of the law as to whether they are not too restrictit® 
with respect to transferring the barge line to private 
tion—in other words, whether the conditions specified 40 - 
in effect put off indefinitely possible transfer of the line to P 
vate operation. 


The late Secretary of War Good, in his annual report t0 
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ess last December, said transfer of the government barge 
— private capital before long might be expected. 
“—— action of the board of directors of the Chamber of 
sommerce With respect to appointment of the special commit- 
Ms was taken on recommendation of the transportation and 
- munication department committee of the chamber. The 
committee recommended that a special committee be appointed 
. develop standards or tests that might be followed in deter- 
stsing the economic soundness of new waterway projects and 
to consider measures to promote transfer of the government 
parge line to private hands. 


ARKANSAS RIVER PROJECT 


Expenditure of $20,000,000 for improving the Arkansas River 
from Tulsa, Okla., to the point where it flows into the Mississippi 
River, to the end that navigation may be restored on the river 
from Tulsa to its mouth, is urged by Representative Hastings, of 

‘lahoma. 
Hi epeaking in the House in support of a bill introduced by 
him (H. R. 7240) authorizing the expenditure, Mr. Hastings said 
it was an economic crime for the water in the Arkansas to flow 
ynused to the sea. 

“The deepening of the channel in the Arkansas River means 
4 great development of this section of the country; it means 
a lowering of freight rates and to that extent a great aid in 
settlement of the farm question,” said he. “The quickening 
effect of the improvement of this river will not only be felt by 
the cities, towns and communities along the sweep of the Arkan- 
sas, but the entire west. It is another link in the chain of 
inland waterways and is, therefore, a national question.” 

Representative Garber, of Oklahoma, said the river tapped 
the heart of the producing center of the southwest and that its 
improvement would mean cheaper transportation for products 
of the land. Mr. Hastings urged that the army engineers and 
members of Congress study the data relating to the proposed 
project. 


BRAZOS ISLAND HARBOR 


Modification of the existing project for Brazos Island Har- 
bor, Texas, so as to provide for an improvement that will cost 
approximately $4,783,000, with $150,000 annually for maintenance, 
is recommended by the board of engineers for rivers and nar- 
bors in a report transmitted to the chairman of the commerce 
committee of the Senate and of the House committee on rivers 
and harbors by Major General Lytle Brown, chief of engineers, 
who concurs in the report. 

“The board believes that a 25-foot channel is necessary to 
attract commodity movements of the class expected by local 
interests, the estimated tonnage of which is 775,000 tons, on 
which savings of several million dollars are expected,” said the 
War Department in explanation of the recommendation. “A 
dependable channel of this depth can be provided only by ex- 
tensive works, including jetties extending out to the 25-foot 
contour of depth. The adoption of such a project is considered 
advisable under certain conditions of local cooperation.” 

The conditions specified in the report require donation of 
land, that provision be made for suitable terimanl facilities and 
rg $2,625,000 be contributed by local interests to the cost of 

e work. 


NEW JERSEY SHIP CANAL 


A concurrent resolution df the New Jersey legislature 

favoring the construction by the federal government of a sea- 
level canal across the state of New Jersey from the Raritan 
Bay to the Delaware River has been submitted to the Senate 
ty Vice-President Curtis, and referred to the committee on 
commerce, 
_ Savings in freight costs, according to the resolution, would 
justify the proposed expenditure of $90,000,000 for the canal. 
The state of New Jersey, in the resolution, reiterated its pledge 
‘0 the federal government to purchase and cede to the United 
lates a strip of land across the state adequate for the con- 
struction of such a canal, which would be a link in the Atlantic 
Intracoastal chain of waterways. 


ASHBURN ON TOUR 


Major General T. Q. Ashburn, chairman of the board and 
“ecutive of the Inland Waterways Corporation, left Washington 

week for New Orleans on an inspection tour and for busi- 
less conferences. He will remain in New Orleans for several 
‘ays, the length of his stay being indefinite. On February 3 
€ will deliver an address before the traffic club of that city 
and one before the. Young Men’s Business Club on February 5. 

the completion of his business in New Orleans, he will go 
Robe, Ala., where he will make inspection of the Warrior 
Yer facilities from that port to Birmingport. 
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On February 11, accompanied by the members of the board 
of directors of the Warrior River Terminal Company, which 
meets in Birmingham on that date, he will make an inspection 
of the activities of this company. He will return to Washing- 
ton on February 14. On February 17 he will make two addresses 
in New York, one before the City Club at 1 p. m. and the other 
before the Women’s National Republican Club at 10:30 a. m. 


COST OF WATER TRANSPORT 


The cost of transportation on the Ohio River system, com- 
pletion of the improvement of which recently was celebrated, 
is greater than the freight charges of the railways in the same 
territory, and apparently always will be, according to figures 
given in an economic study of the Ohio system in the Railway 
Age. The direct cost on the Ohio system borne by those who 
pay the freight is shown to average at least 5.50 mills a ton 
mile, while the interest and maintenance charges paid by the 
taxpayers average 5 mills, a total of 10.50 mills a ton mile. It 
is estimated that the total cost a ton mile, when the improved 
Ohio is being used to its capacity, will be at least 8,9 mills. 
The average revenue a ton mile of the eight principal railways 
serving the same territory is 8.83 mills. 

“The traffic of such coal carrying lines as the Chesapeake 
and Ohio and the Norfolk and Western,” the Railway Age says, 
“is more closely comparable with that handled by water. The 
average revenue per ton mile of the Chesapeake and Ohio is 
only 6.02 mills, and of the Norfolk and Western 6.50 mills.” The 
figures given regarding costs on the Ohio River system are 
arrived at by calculations based on statistics taken from reports 
of the Board of Engineers of the United States Army. 


“The argument for the development of inland waterways— 
by which we mean improved rivers and canals—is based upon 
the assumption that it will result in ‘cheapening’ transporta- 
tion,” says the Railway-Age; “that is, in enabling freight to 
be handled at a lower cost than by rail. If that assumption 
is unfounded, there is absolutely no case for the development 
of inland waterways. The Ohio River system—including the 
Ohio and its tributaries—is now more favorably situated to 
get a large traffic and handle it economically than any other 
part of the existing or projected inland waterway system of the 
United States. If a favorable showing of costs, present and 
prospective, cannot be made for the Ohio river system, it cannot 
be made for any of our existing or projected inland waterways.” 


It is pointed out that on the Erie Canal and lower Missis- 
sippi, as well as on the Ohio system, direct conveyance costs 
average about 5 mills. “It cannot reasonably be assumed that, 
including the taxes paid by the public, the total cost of trans- 
portation on the lower Mississippi is less than on the Ohio 
system. It would be far more unreasonable to assume that it 
ever can be made as low on the Missouri River, the upper 
Mississippi, or the Lakes-to-the-Gulf deep waterway between 
Chicago and Cairo. The information available regarding the 
actual cost of transportation on inland waterways is grossly 
inadequate, because the government departments and officials 
that should compile and furnish it to Congress and the public 
have largely failed in the performance of this duty. From 
such data as are available, however, the conclusion seems in- 
evitable that, on practically every improved river and canal 
in this country, the total cost of transportation is and must 
continue to be greater than by rail. 


“Does not the Army Board of Engineers actually know 
this? In 1915 the engineer in charge of the Missouri River 
improvement recommended that further development of that 
project be abandoned on the ground that the expense would be 
disproportionate to any possible gains that might be realized. 
The Board of Engineers, however, yielded to the pressure of 
the waterway interests, and it is now proposed to spend about 
$60,000,000 on the Missouri River. One army engineer who 
has been charged with the investigation of the upper Mississippi 
project has made two preliminary reports adverse to it; but, 
nevertheless, it is apparently intended to go ahead making a 
large expenditure upon the upper Mississippi. 

“There must be considered the fact that, in proportion to 
its cost, transportation by inland waterway is much less valuable 
than transportation by rail, because of the greater speed, de- 
pendability, and convenience of rail service, and that, in con- 
sequence, if inland water service cannot be provided at a total 
cost at least 20 per cent less than rail service, it is not worth 
providing at all. 

“The only true tests of the economic justification of the 
development of inland waterway are (a) the comparable total 
costs of transportation by water and rail, and (b) the com- 
parable services rendered. Nowhere in the United States, with 
the possible exception of the Monongahela River, is there an 
improved river or canal either now in existence or projected 
that can stand either of these tests.” 
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Ocean Shipping News 





OCEAN MAIL CONTRACTS 


The Trafic World Washington Bureau 


The Shipping Board is in favor of the Davis bill (H. R. 8361) 
which would restrict the awarding of ocean mail contracts to 
American operators who do not operate foreign-flag ships in 
competition with American-flag ships, according to testimony 
given this week before the House committee on merchant marine 
and fisheries. 

Chairman O’Connor suggested that the bill be amended, 
however, so as to give the Postmaster-General authority to make 
an exception in a particular case if he thought such action war- 
ranted. He said the United Fruit Company operated several 
foreign-flag ships in an indirect trade between South American 
and European ports, as well as foreign-built ships operated di- 
rectly between the United States and Central and South Amer- 
ica. He said this line had applied for a loan and intended to 
build six ships in American yards, provided it obtained a mail 
contract. He said these ships would not be built in an American 
yard if a mail contract were not awarded to the United Fruit 
and that under the Davis bill such an award could not be made. 
He believed an exception should be made in such a case as that 
and that he would like to see the company start to be a one 
hundred per cent American company. 

Mr. O’Connor’s suggestion was opposed by Representative 
Davis, of Tennessee, author of the bill. He said the United 
Fruit was one of the best revenue .producing steamship com- 
panies in the world and did not need mail subvention and again 
that it was running private lines as well as being a common 
carrier. Another amendment was suggested by Mr. O’Connor 
to enable American operators to get mail contracts even though 
they acted as agents for foreign lines. Mr. Davis said the bill 
did not prevent a line from being the agent of any foreign line 
unless the agent was the regular operator of the line and had 
control of the operation of the ships. 

Commissioner Cone, of the Shipping Board, favored amend- 
ment of the bill as suggested by Chairman O’Connor. He argued 
that the Postmaster-General should have discretion to make an 
exception in a case where it was necessary for an American 
line to charter a foreign vessel to meet an emergency. He re- 
garded it as important that the American operator, in order to 
hold business, be enabled to charter foreign vessels when 
necessary. Otherwise, he contended, the result would be that 
the business would go to foreign lines. He said the reserve 
fleet of the government was rapidly decreasing and referred to 
proposals under consideration for providing governmental aid 
for the out-and-out cargo carrier that cannot benefit by the mail 
contract system. 

The Shipping Board was requested to furnish the following 
information with respect to present holders of ocean mail con- 
tracts and prospective bidders on additional routes: Number 
of ships operated under American flag; number of ships owned 
and operated under foreign flags; and number of foreign-flag 
ships operated under charter. 

Chairman White, of the committee, in the course of the 
hearing, revealed he was preparing proposed legislation designed 
to prevent foreign-flag operators from entering service such as 
that between New York and Havana. 


The Mississippi Valley Association, by Cleveland A. Newton, 
indorsed the Davis bill. 


The American Steamship Owners’ Association, by resolu- 
tion, informed the committee that it believed a careful inquiry 
should be made before such legislation as that embodied in the 
Davis bill was enacted into law. It said it indorsed the prin- 
ciple that wherever possible American citizens should own and 
operate American-flag ships in the American foreign trade in 
preference to foreign-flag ships and especially should not oper- 
ate foreign-flag ships in competition with American-flag ships. 

At the same time, said the resolution, it must be recognized 
and there were trades, and especially trades to the West Indies 
and Central America, the seasonal grain and cotton trades of 
the Gulf and certain oil trade, in which it was impossible for 
American-flag ships to operate without aid from the government, 
and that use of foreign-flag ships by American lines enabled 
them to do business that otherwise would be done by foreign 
operators. 

The resolution said the interests of its members were so 
diversified and the proposed legislation so far-reaching in its 
possible effects on American shipping interests and American 








foreign trade, that the character of the legislation, ig any, tha 
should be enacted could not be determined by the association 
in the time available and that legislation should be enacted 
only after careful inquiry into the present situation of America 
shipowners and into the question of how they would be affecte 
by the proposed legislation. , 

E. J. McCormack, of Moore & McCormack, suggested amend 
ments providing that foreign steamship lines should have ine. 
ican steamship lines act as their agents in this country and 
that tariff aid should not be extended to American corporations 
who did not ship their goods, when shipping aboard, in American 
ships, provided rates were equal and service adequate. He Said 
the latter provision would enable the government to do away 
with the mail subventions eventually. As to the first sugge. 
tion, he said the laws of Denmark and Sweden required thy 
foreign lines’ agents in those countries be nationals of: thos 
countries. He believed such amendments would aid the Amer. 
ican merchant marine. ; 

H. B. Walker, president of the American Steamskip Owner’ 
Association; Frank C. Munson, president of the Munson Steam. 
ship Lines, and F. D. Mooney, president of the American Gui 
West Indies Steamship Company, and Mr. McCormack appeared 
on behalf of the American Steamship Owners’ Association. 

C. D. Doswell, vice-president of the United Fruit Company, 
said the company heartily indorsed the principle that wherever 
possible American citizens should own and operate Americap. 
flag ships in foreign trade routes in preference to foreign-flag 
ships. He said it had been carrying out that principle for 
years, but that unfortunately there were conditions in some of 
the trades of the company that made it impracticable, if not in. 
possible, to operate American-flag ships. He told the committe 
what the company had done in building up trade between the 
United States and Latin America. 

The status of the United Fruit fleet was set forth as fol 
lows: Owned vessels—25 under American flag; 3 under Hon 
duras flag; 6 under Panama flag, and 5 under the British flag. 
Chartered vessels—American, 4; Honduran, 13; Nicaraguan, ?; 
Canadian, 2, and Norwegian, 28. 

Mr. Doswell said the company was gradually increasing 
its American fleet and reducing its foreign-flag tonnage. He 
said he wished to correct the erroneous impression that the 
company was primarily a banana company and its fleet a de 
livery service for its own produce. He said the company car 
ried far more commercial produce than its own. He expressed 
the hope that the proposed legislation would be so framed a 
to permit such companies as the United Fruit to continue its 
policy of building up an American fleet and that it would rec 
ognize actual economic conditions. To be compelled to get rid 
of its foreign-flag ships summarily in order to obtain ocea 
mail contracts, said he, would work a serious injury to the 
company. 

Lon Hudson, of the Cosmopolitan Shipping Company; 6. & 
Snider, of the United States Lines, and Joseph G. Lykes, 0 
Lykes Brothers Steamship Company, appeared in support 0 
the Davis bill. The hearings on the bill were concluded Jal: 
ary 29. The committee will consider the bill in executive 
session next week. 


OVERSEAS FREIGHT DEVELOPMENT 


The Traffic World New York Burts 


Full cargo markets in the last week have shown n0 Dé 
terial change from preceding weeks. There has been no * 
crease in demand from charterers, and rates have continued 
on the previous low basis. The expected improvement has 
failed to become evident. A feature of the week was a charle 
at 8 cents a 100 pounds from Atlantic ports to Antwerp-Rotter 
dam, which is less than the rates on regular liners acceptll 
grain at practically a ballast basis. 

Shipowners are now looking forward to the opening 
navigation on the St. Lawrence, though this is nearly 
months away. At present, charterers are not disposed to 
ble that far in advance and are awaiting actual business on the! 
books before closing commitments. The existing situation 2 
overseas freight is such as to cause Walter Moore, in his weekly 
review, to say: “There are lots of cheap things in the markes 
just now, but nothing in the world as cheap as freight.” 

In the coal trades, vessels can still be secured for Italy 
about $2 to $2.10 a ton, depending on the port of discharge: 
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Sych on time dependabil- 
ty as has been attained 
py the Pennsylvania s 
mous fleet-—“The Lim- 
iteds of the Freight Ser- 
ce” — constantly opens 
up new possibilities for 
cutting inventories, speed- 
ing turnover, accomplish- 
ing the new business 
drategy in which the In- 
justrial Traffic Manager 
plays an important part. 
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more important than ever 
Industrial Traffic Manager 


the task of the 


HE past few years in America have 

seen the development of a new, more 
dicient machinery of distribution . .. a 
thole new business strategy. 


To its perfection the railroads have con- 
thbuted their share in modern scheduled 
fight transportation, such as is offered by 
the Pennsylvania’s famous fleet—‘‘ The Lim- 
iteds of the Freight Service.” 

But it is the Industrial Traffic Manager 
vio has helped make this new service an 
usttument of genuine industrial importance 
Cutting down inventories, speeding turn- 
Wer, opening up new possibilities of service 
to customers, 


And today the task of the Industrial 
Traffic Manager is more important than 
ever. For it is he who must capitalize the 
opportunities for increased efficiency offered 
by constant improvements in freight service. 


Very considerable business benefits, for in- 
stance, should be realized from the Pennsyl- 
vania’s recent announcement of 3rd morning 
arrival, winter and summer alike, between 
Chicago, St. Louis and the Atlantic Seaboard. 


The Pennsylvania wishes always to co- 
operate as closely as possible. Three things 
it furnishes with utmost reliability: accurate 
schedules—on time arrival—most complete 
“passing reports.” 


Aiding the Industrial Traffic Man- 
ager—Here are six of the Pennsyl- 
vania’s famous ‘‘Limiteds’’ noted 
for their on time dependability. 


THE RENOWN 
Perishable — Merchandise 
Louisville to Chicago 


THE NORTH STAR 
Perishable — Merchandise 
Pittsburgh to Buffalo 


THE PACKER 
Perishable Freight 
Chicago to Seaboard Cities 


THE RANCHMAN 
Perishables 
St. Louis, Indianapolis, 
Columbus and Cincinnati to 
Pittsburgh and Seaboard Cities 


THE BIG SMOKE 
Merchandise 
Columbus to Chicago 


THE THOROUGHBRED 

Live Stock 

Indianapolis to Pittsburgh 
and Seaboard Cities 


weekly 
narkets 






PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 


Italy 
schareé. 
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South American business is confined to one inquiry for last half 
of February loading to Santos at $3.25 a ton. 

The sugar trade is likewise lifeless, with several fixtures 
at 15s 6d to 16s for small vessels from Santo Domingo to the 
United Kingdom and Continent. 

Similar conditions prevail in the lumber and time charter 
markets. 

Notice has been given by the Kawasaki Kisen Kabushiki 
Kaisha, otherwise known as the “K” Line, of its intention to 
withdraw from the Atlantic Far East Conference, effective 
April 23. The line, which has been a member of the conference 
since its reorganization after the war, has not given any ex- 
planation of its action. It operates monthly sailings from north 
Atlantic and Gulf ports to Jj'apan. In the transpacific trade it 
operates four to six sailings a month from United States Pacific 
ports to Japan and China. In that trade it always has oper- 
ated outside the conference. The Fern Line and Tampa Inter- 
ocean Line have given notice of their intention to quit the 
conference February 1 because of dissatisfaction with the Gulf- 
Far East cotton situation. The Gulf cotton rate has been de- 
clared open until June 30. 

Reduction of the transpacific silk rate to $1 per 100 pounds, 
which was announced by the transpacific freight bureau at Hong- 
kong, is expected to foreshadow an early settlement of the rate 
war in this trade which started about a year ago, when the rate 
was pegged at $6.75 per 100 pounds by the conference lines. 

Silk interests here hope that the ultimate settlement will 
include an agreement on the part of the transcontinental rail- 
roads to fix an overland rate not more than 8c per pound above 
the all-water rates. If this differential is not fixed, it is pre- 
dicted that more and more of the traffic will be diverted to 
the Panama Canal route, which is now getting more than 50 
per cent of the total, whereas virtually all of it moved via the 
overland route a few years ago. 

About a year ago the Silk Association of America applied 
to the transpacific lines for an equalization of rates on silk 
shipments from Japan and China. When the request was denied 
the association entered into a two-year contract with the States 
Steamship Company of Portland, operating a former Shipping 
Board service, the line agreeing to carry silk at $4.50 per 100 
pounds from Japanese ports. The result was that the line 
which formerly had been unable to get a fair share of the cargo, 
got the bulk of it. 

When the States line contract was signed the rate from 
China was $6.75, but was reduced shortly afterward to $4.50. 
The conference lines, in an effort to recover some of their lost 
business, reduced the rate to $3, but the State line met the cut. 
Another reduction of 25c per 100 pounds was then announced 
and now the Hongkong bureau has proclaimed a rate of $1, 
both contract and non-contract. Similar cuts are looked for in 
the Shanghai and Japan rates. 


As to the overland rates, silk trade interests have figured 
that a differential of 3c per pound over the all-water rate is 
all they can afford to pay, taking into consideration interest 
on their investment, depreciation, insurance and other items. 
Heretofore, the railroads have figured on a differential of 8c 
or more, with the result that an increasing volume of the traffic 
has. been diverted to the less expeditious all-water route. 

Statistics of the Silk Association of America show that in 
1927 the total all-water shipments from Japan to New York 
amounted to 16,640 pounds, while there were no all-water ship- 
ments from China in that year. The movement of silk by the 
water route from Japan in 1928 aggregated 28,209 bales with an 
average weight of about 135 pounds. During the past year there 
has been a steady gain. Up to the end of July, when the rate 
cutting began, the movement averaged about 3,100 bales a 
month. Since then the monthly totals have been: August, 
5,800 bales; September, 11,000 bales; October, 17,000 bales; 
November, 16,000 bales; December, 18,900 bales. 

Silk shipments by water from China in 1928 aggregated 
31,110 bales, averaging about 115 pounds each. In 1929 the 
monthly average was 350 bales, up to the start of the rate war. 
Following this the monthly totals were: September, 3,700 
bales; October, 6,800 bales; November, 4,100 bales; December, 
6,300 bales. 

A report that the Pennroad Corporation was about to pur- 
chase the cargo and passenger steamers of the Great Lakes 
Transit Corporation has been denied at the headquarters of the 
corporation in Buffalo. The Pennroad Corporation, which is 
a subsidiary of the Pennsylvania Railroad, also has been re- 
ported negotiating for the purchase of another package freight 
line operating on the lakes, together with the properties of 
the Universal Carloading Company. The Pennroad Corporation 
also is reported to be interested in the Roosevelt Steamship 
Company project for a new transatlantic steamship line oper- 
ating out of Baltimore and Hampton Roads. 

Freight ships in the Great Lakes fleet of the Ford Motor 
Company set a new record last year when 3,117,495 tons were 
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carried, the company announces. This was an increase of ne 

500,000 tons over 1928 and nearly 1,000,000 tons over 1927 ce i 
comprised the bulk of the shipping. It is hauled by rail _ 
the Ford mines in Kentucky and West Virignia to Toledo — 
it is transferred to the boats for shipment to the Rouge a 
at Dearborn, the coal storage docks at Duluth, and the pt 
sawmill at L’Anse, Mich On return trips from the upper a 
Ferd ships carry iron ore, limestone, cement and copper, Fou 
barges belonging to the company transport lumber from the 
Ford forests in northern Michigan to the plants at Dearborn 

The Philadelphia City Council unanimously voted for the 
purchase of a 900-acre site at Hog Island to be used for an a. 
rail-marine terminal. Terms, as previously made by the United 
States Shipping Board, will be a flat price of $3,000,000, with ¢ 
down payment of at least $250,000. Interest of 2% per ie 
will be asked on the balance. . 

The terminal is one of the first objects sponsored by the 
Philadelphia Business Progress Association. The site wil] be 
—— along plans drawn by R. H. Horton, executive di- 
rector. 

Edward Armstrong, inventor and promoter of the Armstrong 
system of transatlantic seadromes, suggested that this city might 
be made the western terminus of the airline. An adequate 
airport and the saving of an hour’s time in flight would be two 
advantages of Philadelphia, he explained. 

Joseph T. Lykes has been reelected president of the Unite; 
States Ship Operators’ Association. E. S. Trosdal is continued 
as vice-president, Clifford D. Mallory, vice-president, and Lop 
Hudson, secretary-treasurer. 


OCEAN AGREEMENTS APPROVED 


The following agreements filed in accordance with section 
15 of the shipping act of 1916 have been approved by the Ship. 
ping Board: 


a Calmar Steamship Corporation with Bristol City Line of Steamers 
Through billing arrangement covering shipments from Bristol and 
Bristol Channel ports to Pacific coast ports of call of Calmar, Througi 
rates are to be based on direct line rates and apportioned 2/iths t 
Bristol City Line and 3/5ths to Calmar, the latter to absorb tranship- 
ping expense at Norfolk, Philadelphia or New York. 

Oriole Lines with Nelson Steamship Company: Provides fo 
through shipments from United Kingdom and Irish ports to Pacifi 
coast ports, with transhipment at Baltimore. Through rates as agreed 
from time to time between the lines are to be apportioned 50% t 
Nelson and 50% to Oriole, each of which is to assume one-half the 
cost of transhipment. 

Calmar Steamship Corporation with Scandinavian American Line 
Arrangement for through movement of shipments from United States 
Pacific coast ports to Oslo and Copenhagen. Through rates are t 
be based on direct line rates and apportioned 3/7ths to Scandinavia’ 
American and 4/7ths to Calmar, the latter to absorb cost of tranship- 
ment at Boston, New York, Philadelphia, Baltimore or Norfolk out 
of its proportion. 

Redwood Line, Inc., with Osaka Shosen Kaisha: Arrangement 
for through movement of shipments from Oriental ports served by 
Osaka Shosen Kaisha to United States Gulf ports served by Redwood 
Line, with transhipment at Seattle or Tacoma. Through rates from 
Oriental base ports are to be assessed in accordance with applicable 
direct line conference rates and are to be apportioned equally be- 
tween the lines, each of which is to assume one-half the cost 0 
transhipment, subject to minimum proportion of $4.50 per ton t0 
Redwood. On cargo originating beyond Oriental base ports Osaka 
Shosen Kaisha is to receive expense of transporting shipments from 
point of origin to shipside before apportionment of the through rate 

Oriole Lines with Williams Steamship Corporation: Provides fo 
through movement of shipments from designated United Kingdom 
and Irish ports to United States Pacific coast ports, with tranship- 
ment at Baltimore. Through rates are to be as agreed upon fron 
time to time between the lines and are to be apportioned equall 
each carrier to assume one-half the cost of transhipment. _. ; 

Luckenbach Steamship Company, Inc., with Black Diamond 
Steamship Corporation: Through billing arrangement covering cannet 
goods, dried fruit and high density cotton from United States Pacillc 
coast ports of call of Luckenbach to Amsterdam, Rotterdam an 
Antwerp, with transhipment at New York. Through rates are to be 
based On direct line conference rates, subject to minimum bill © 
lading charge of $10. Through rates are to be apportioned equal! 
between the lines, each of which is to assume one-half the cost ‘ 
transhipment. ' 

Oriole Lines with Panama Pacific Line: Covers through ship- 
ments from Pacific coast ports of call of Panama Pacific to Unite) 
Kingdom and Ireland, with transhipment at New York. Through 
rates are to be based on direct line conference rates and apportioned 
equally between the carriers, each of Which is to assume one-halt 
the cost of transhipment. for 

Redwood Line, Inc., with American Mail Line: Agreement [0 
through shipments from Oriental ports served by American Mal 
Line to United States Gulf ports served by Redwood. Through rate: 
from Oriental base ports are to be based on applicable direct line 
conference rates and are to be apportioned equally between the a 
each of which is to absorb one-half the expense of transhipment * 
Seattle or Tacoma. Upon cargo originating beyond Oriental re 
ports American Mail Line is to receive cost of transporting ~~, 
ments from point of origin to shipside before apportionment 
through rate from base port. Arrangement is subject to minimum 
through rate of $9 per ton weight or measurement. Com: 

Oriole Lines with the New York & Porto Rico Steamship al 
pany: Arrangement for through shipments from United King : 
and Irish ports to Porto Rico upon through rates as agreed ths 
from time to tire. The through rates are to be apportioned 4/0) 
to the New York & Porto Rico and 3/7ths to Oriole Lines, rar ic0 
charges at New York to be absorbed by the New York & Porto 
out of its -proportion. ip Com 

Calmar Steamship Corporation with McCormick Steamship 
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Through 
Freight Service 
via 
Chicago 
North Shore and 
Milwaukee Railroad 


““NIORTH SHORE 
LINE” 


Between Points North and West of 
Milwaukee, Wisconsin, in Wisconsin, 
Minnesota, and the Pacific Northwest 
and Points South and East of Chicago, 
Illinois, Routing Via Chicago, Mil- 
waukee, St. Paul & Pacific Railway, 
Racine, Wisconsin, Chicago North 
Shore and Milwaukee Railroad, Rond- 
out, Illinois, Elgin, Joliet & Eastern 
Railway, for Connections Beyond, or 
Via the Soo Line, Mundelein, Illinois, 
Chicago North Shore and Milwaukee 
Railroad, Rondout, Illinois, Elgin, 
Joliet & Eastern Railway for Con- 
nections Beyond. 


Eliminate Congested Chicago Termi- 
nals by Using this Route. 


CHICAGO 
NORTH SHORE 
and MILWAUKEE 

RAILROAD 


Traffic Department 


Chicago, Illinois. 


Milwaukee, Wisconsin 


J.T. Schomp, G. A. 
Minneapolis, Minn. 





Roy Thompson, Traffic Mgr. 
C. H. Schildgen, G. F. A., 


\ F. J. Burkard, A. G. F. A. 


SHIPPERS AND 
TRAFFIC MEN 


You can now obtain 
first-hand information 
on matters pertaining to 


PORT HOUSTON 


from the recently estab- 
lished 


HOUSTON PoRT BUREAU 


with offices in 


New York City, Kansas City, Mo., 


Dallas, Texas, and Houston, Texas 


The Houston Port 
Bureau was organized 
to give reliable, au- 
thentic and helpful 
information regard- 
ing Port Houston, to 
those who desire it. 
The Bureau’s repre- 
sentatives in the cities 
listed above will wel- 
come the opportunity 
to serve you. 


Send for the “Houston 
Port Register,” offi- 
cial weekly publica- 
tion of the Houston 
Port Bureau; your 
name on a post-card 
will bring it regularly. 


Address: 


H. L. BROWNE, 
1512 Whitehall Bldg., New York, N. Y. 


JOHN C. MAYFIELD, 
433 Board of Trade Bldg., Kansas 
City, Mo. 


T. P. BARTLE, 
Cotton Exchange Bldg., Dallas, Texas 


T. E. DUGGAN, 


Chamber of Commerce Bldg., Houston, 
Texas 


OR 


DIRECTOR OF THE PORT 


5th Floor Courthouse 
HOUSTON - = = = = TEXAS 


SSS] 
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Arrangement for through movement of shipments from Pacific 
coast ports to Atlantic coast ports, with transhipment at San Fran- 
cisco, ilmington or San Pedro, California. Through rates are to 
be based on Calmar’s eastbound maximum tariff of freight rates, out 
of which that carrier is to absorb the rates of McCormick Steam- 
ship Company. Inward wharfage and tolls at port of transhipment 
are to be absorbed by McCormick and outward wharfage and tolls 
by Calmar. When shipments aggregate less than 100 tons drayage 
charges are to be absorbed by Calmar. When shipments aggregate 
100 tons or more, McCormick vessels are to call at Calmar docks 
with option of transferring cargo by car, dray or lighter, in which 
event McCormick is to absorb the cost of transfer and Calmar is to 
absorb cost of loading to or unloading from car or lighter, and where 
drayage is used Calmar is to pay McCormick an additional division 
of 40 cents per net ton with a minimum of $1 per 40 cubic ft. in 
lieu of handling to and from ship’s tackle. 

General Steamship Corporation with Gulf Pacific Line: Arrange- 
ment for through shipments from United States Gulf ports to New 
Zealand and Australian ports. Through rates are to be no lower 
than direct line rates of New York-Australia Lines and are to be 
apportiéned equally between the carriers after deducting cost of 
transhipment at San Francisco. Arrangement is subject to minimum 
proportion of $8 per ton weight or measurement to General, except 
on certain designated commodities in respect to which a different 
minimum proportion is specified in the agreement. Arrangement is 
subject to minimum bill of lading charge of $5 to be apportioned 
equally between the lines after deducting cost of transhipment. 

General Steamship Corporation with Luckenbach Gulf ot -ogeenn 4 
Company, Inc.: This agreement is identical except as to parties wit 
. reement between General Steamship Corporation and Gulf Pacific 
Ane. 

Luckenbach Steamship Company, Inc., with Klaveness line: 
Agreement covering through movement of shipments from Oriental 
ports to Atlantic coast ports of call of Luckenbach, with transhipment 
at San Francisco, Los Angeles, Portland or Seattle. Through rates 
from Oriental base ports are to be assessed in accordance with 
applicable direct line conference rates, subject to minimum through 
rate of $9 per ton, weight or measurement, and are to be apportioned 
equally between the participating carriers, each of which is to absorb 
one-half the transhipment expense at Pacific coast ports. On cargo 
originating beyond Klaveness Line loading ports and Oriental base 
ports that carrier is to receive the expense of transporting shipments 
from point of origin to shipside before apportionment of through rate. 

Williams Steamship Corporation with Osaka Shosen Kaisha: 
Arrangement for through movement of shipments from Oriental ports 
to United States Atlantic coast ports of call of Williams Steamship 
Corporation. Through rates are to be based on direct line rates 
and apportioned equally between the lines after deduction of tranship- 
ping cost at San Francisco or Seattle. Arrangement is subject to 
— proportion of $4.50 per ton to Williams Steamship Corpora- 

on. 

Calmar Steamship Corporation with Matson Navigation Company: 
Covers through shipments from ports of call of Matson in Philippine 
Islands to North Atlantic ports of call of Calmar. Through rates are 
to be based on direct line rates and apportioned equally between the 
carriers, each of which is to assume one-half the cost of transhipment 
at San Francisco or Los Angeles Harbor. Matson steamers are to 
discharge direct at Calmar pier when lots of cargo aggregate 500 
tons or more. 

Red D Line of Steamships with United States Lines Operations, 
Ine.: Through billing arrangement covering shipments of tobacco 
from San Juan, Porto Rico to Hamburg or Bremen. Through rates 
are to be based on direct line rates and anportioned 3/7ths to United 
States Lines and 4/7ths to Red D Line, the latter to absorb cost of 
transferring shipments at New York. 


Calmar Steamship Corporation with Oceanic & Oriental Naviga- 
tion Company: Covers through shipments from North Atlalntic 
norts to Australasian ports of call of Oceanic & Oriental Navigation 
Company. Through rates are to be based on direct line rates and 
sre to be apportioned equally between the carriers, each of which 
is to assume one-half the cost of transhipment at San Francisco. 
Arrangement is subject to minimum proportion of $8 per ton weight 
or measurement to Oceanic & Oriental Navigation Company. 


Oriole Lines with Munson Steamship Line: Provides for through 
shipments from United Kingdom ports and Irish ports to San Juan, 
Porto Rico. Through rates under the agreement are to be as agreed 
between the lines from time to time and are to be apportioned 4/T7ths 
to Munson and 3/7ths to Oriole Lines, the cost of transhipment at 
Baltimore to be assumed in like proportions by the lines. 

Oriole Lines with Munson-McCormick Line: Arrangement for 
through movement of shipments from United Kingdom and Ireland 
to Pacific Coast ports of the United States. Through rates are to be 
as agreed from time to time between the lines and are to be appor- 
tioned equally between the carriers, each of which is to assume 
one-half the cost of transhipment at Baltimore. 

Luckenbach Gulf Steamship Company, Inc., with Dollar Steamship 
Lines, Inec., Ltd.: Arrangement for through shipments from Gulf 
loading ports of Luckenbach to ports in the Orient, with tranship- 
ment at San Francisco. Through rates are to be assessed in accord- 
ance with direct line rates of the Far East Conference and the rates 
to Oriental base ports are to be apportioned equally between the 
lines, each of which is to assume one-half the cost of transhipment, 
subject to minimum proportion of $5 per ton to Dollar after deduc- 
tion of one-half the transhipment expense. On cargo to outports, 
differential ports and arbitrary ports Dollar Line is to receive all of 
the excess of the through rate over the rate to base ports. 

Oriole Lines with Baltimore Insular Line, Ine.: Arrangement for 
through shipments from designated ports of the United Kingdom and 
Ireland to San Juan, Porto Rico. Through rates are to be as agreed 
upon from time to time by the lines and are to be apportioned 3/7ths 
to Oriole Lines and 4/7ths to Baltimore Insular Line, the carriers 
assuming cost of transhinment at Baltimore in the same proportions. 

American-Hawaiian Steamship Company with United States Lines 
Operations, Inc.: Arrangement covering through shipments from 
Hamburg and other ports of call of the United States Lines to United 
States Pacific coast ports, with transhipment at New York. Through 
rates are to be based on direct line rates and apportioned 60% to 
American-Hawaiian and 40% to United States Lines, the carriers to 
assume the cost of transhipment pro rata in accordance with the 
percentage division of the through rate. 

Agreement of Gulf-Mediterranean Ports Conference. This agree- 
ment is substantially similar to agreement of this conference approved 
by the board January 24, 1927, as modified by amendments approved 
May 8, 1929, which agreement expired by its own terms August 31, 
1929. By the terms of the agreement the parties undertake to assess 
all freight and other charges for the transportation of cargo from 
Gulf ports of the United States to Spanish and French Mediterranean 
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ports, west coast of Italy, Sicily, Sardinia, north coast of Africa 

Adriatic ports strictly in accordance with minimum tariff of ¢°“ 
rates agreed to by majority vote of the parties. All unjust discrim) ht 
tion, payment of rebates, acceptance of cargo at less than - na. 
gross weight or measurement and the allowance of discounts 
funds or absorption of rail or coastal freight by any of the > — 
are prohibited. Payment of freight brokerage in excess of jy .° 
cent is also prohibited. Provision is made for the arbitration 
disputes arising under the agreement, and each of the parties rod of 
to deposit the sum of $10,000 in cash or its equivalent in approves 
bonds as a guarantee for the observance of the terms of the agree 
ment. Any person, firm or corporaton may become a party to the 
agreement by complying with its terms and may withdraw ,,. 
thirty days’ written notice to the secretary. Members may. sho 
due notice, be eliminated by a majority vote of the members for ~ 
violation of the letter or spirit of the agreement. Member lines ,; 
New Orleans and at Galveston are accorded the right of indepenger: 
action in dealing with competition outside the conference, while ro. 
vision is made for appointment of an emergency committee to hay, 
full power to make or change rates during periods of emergency 
Members of the conference are bound to the observance of confereno, 
rates not only in respect to their own vessels when handled by them. 
selves or by an agent, but are also bound to the observance of con- 
ference rates by themselves or their agents when handling yeggpi 
for a non-member of the conference. : 


N. Y. FOREIGN TRADE INCREASES 
The Traffic World New York Bureay 


Foreign trade of the Port of New York in 1929 shows 
marked increases both in dollar values and tonnage over every 
year since the inflation period of 1916-20, according to an analy. 
sis presented in the current bulletin of the bureau of commerce 
of the Port of New York Authority. 

In percentage relationship to the total foreign commerce 
of the entire country, the Port of New York’s 1929 share, meas. 
ured in dollars, exceeded any one of the preceding seven years 
Measured in tons, it was greater than all years except 192 
and 1925. 

The Port Authority points out that exports represented a 
gain of 8.8 per cent over the previous year and a larger value 
than for any year since the readjustment to present price 
levels in 1922. The 1922 imports likewise increased consid. 
erably over prior years in value and tonnage, with tonnage 
statistics gaining more than dollar value, owing to price declines 
in certain commodities. 

The foreign trade of the port of 1929 amounted to $4,128- 
000,000 in value, which was 42.3 per cent of the nation’s total, 
compared with $3,763,000,000, or 40.3 per cent, in 1928. In long 
tons, the foreign commerce reached 27,889,000, or 25.5 per cent 
of the total for all ports, compared with 26,110,000, or 25 per 
cent, in 1928. 





SPLIT DELIVERY HEARING 


The Bureau of Regulation of the Shipping Board will hold 
a hearing February 18 at 45 Broadway, New York City, in No 
45, Associated Jobbers and Manufacturers of Los Angeles ¥s. 
Argonaut Line et al., under the order of the board requiring 
rehearing in the split delivery case. A hearing will be held 
later at San Francisco, Calif. 


INTEREST ON SHIP LOANS 


The House committee on merchant marine and fisheries has 
favorably reported for passage the Free bill authorizing the 
Shipping Board to lower the rate of interest charged on loaus 
for ships for use in foreign trade while the ships are in cours 
of construction. The board interpreted the existing law as Te 
quiring 5%4 per cent interest for the period the ships were il 
course of construction as they were held to be inactive ships. 
The board may charge on loans for active ships in foreign trade 
a rate of interest comparable to the lowest cost to the gover! 
ment for money borrowed by it, and ships in course of ae 
struction, to be used in foreign trade, may obtain that rate 0 
interest under the Free bill. 












PREFERENCE FOR SHIP LINES 


Representative Lehlbach, of New Jersey, member of a 
House committee on merchant marine and fisheries, in remart” 
in the House, January 27, reviewed the history of developme 
with respect to the question of preference being ace 
aging operators of Shipping Board lines who buy the . ‘on 
der the Jones-White act and the merchant marine act 0 od 

Mr. Lehlbach said there seemed to be such a array are 
and misunderstanding as to what the policy of the United a . 
was with reference to the merchant marine that he pot 
opportune to state what was the understanding of the or 
marine committee. He emphasized the point that waritd 
had legislated with the end in view of the United States i 
an adequate merchant marine. His conclusion was beet ote 
tent was that managing operators of Shipping a + thet 
should be preferred in the sales of such lines and t ' 
should be preferred as to ocean mail contracts. 
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Say Goodbye to 
Old Man Winter 


Lv. Chicago—(Illinois Central via Cairo)..... 6:15 p.m. 


Ly. St. Louis—(Mobile & Ohio R. R.)........ 10:04 p.m. 
Ar. Mobile—(Mobile & Ohio R. R.).......... 4:55 p.m. 


— NORTHBOUND — 


Lv. Mobile—(Mobile & Ohio R. R.).......... 11:15 a.m. 
Ar. St. Louis—(Mobile & Ohio R. R.)........ 7:00 a.m. 


Ar. Chicago—(via Cairo and I. C. “Panama Ltd.”) 9:30 a.m. 


[ uickest Te | Thru Sleeping Cars—Observation Car 
hortest Line Dining Car Service All The Way 
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Aviation News 


1929 AIRCRAFT RESULTS 


American aircraft flew nearly 200,000,000 miles in 1929 to 


establish the United States as the leader in world air transport 
operations, according to a copyrighted report of the Aeronautical 
Chamber of Commerce of America, Inc. 


The report, which will be published in “The Aircraft Year 


Book for 1930,” shows that civilian, commercial and government 
planes flew 197,546,590 miles in the year. 
mercial flight was more than three times as great as military 
and government activities, planes in the former class covering 
149,579,451 miles, as compared to 47,967,139 in the latter. 


Civilian and com- 


“America’s major air transport lines, operating on regular 


schedules, flew more than 20,000,000 miles in the year, carried 
more than 7,000,000 pounds of mail, and transported more than 
165,000 passengers to double and treble previous peak figures,” 
says the report. 


“Passengers, mail and express were being flown more than 


90,000 miles every 24 hours, serving a territory with 90,000,000 
population. 
this distance between dusk and dawn on lighted airways, pro- 
viding night service unparalleled anywhere else in the world. 


Scheduled transport lines were flying one-third of 


“Although the number of air transport operators dropped 


from 32 to 27 during 1929, due to consolidations, the number of 
planes in service more than doubled, jumping from 294 to 619. 
Miles flown by the 27 major transport operators included in 
the survey totaled 20,242,891, as compared to 10,472,024 in 1928. 
Passenger business on air lines throughout the country tripled. 
In 1928, 52,934 passengers were carried, while last year saw 
165,263 people ride the air lines in the United States. 


Mail poundage reported doubled the 1928 figures, 7,096,930 


pounds being carried in 1929, as compared to 3,632,059 pounds 
in 1928 and 1,222,843 pounds in 1927. Express carried was re- 
ported at 197,538 pounds. 


“Mail and express lines flew a total of 13,344,172 miles, 


while passengers were flown a total of 14,889,850 miles during 
1929.” 


These figures in the report include only scheduled opera- 


tions on regular passenger, mail and express lines, and do not 
include short hops or chartered flights. 


Statistical estimates based on reports of typical operators 


and computed to include 800 aerial service operators in the 
United States show that their planes flew 104,336,560 miles and 
carried 2,995,530 passengers. 
increased from 12,000,000 to 25,000,000 miles during 1929, accord- 
ing to the report. 


Private flying in the United States 


The extensive statistical survey made by the air transport 


section of the Aeronautical Chamber of Commerce reveals that 
the average passenger rate per mile on the established air trans- 
port lines was 10.6 cents in 1929. However, the report points 
out, radical cuts made by most of the lines at the start of the 
present year forecast a far lower rate than the 1929 average. 


AIRCRAFT INDUSTRY STATUS 


“Commercial aviation on an unstable foundation offers no 


substitution, or even a dependable reserve, for the nation’s air 
defense,” said Frederick B. Rentschler, president of the Areo- 
nauitical Chamber of Commerce of America, Inc., in a statement 
to the effect that the aeronautical industry was successfully 
making its first major readjustments. 


“It became evident in 1929 that a sound foundation could 


be constructed only through maintenance of government orders, 
as typified in the five-year-military program, and through the 
continued development of the contract air mail system upon an 
economic basis. 


“Capital invested by the public flowed impartially into the 


manufacturing and operating branches of the industry. The 
manufacturers of military and commercial aircraft and the oper- 
ators of air mail and passenger routes alike drew their capital 
from public sources. 
mail proved the bankbone of the industry—a condition which 
it was expected would be necessary for some time. 
isfactory continuation was not only of great concern to the in- 
vesting public, but of prime importance to the industry in its 
efforts to keep engineering and production organizations intact 
for purposes of civil and military development in the future 
and for rapid expansion of manufacturing facilities in times of 
national emergency. 


Military manufacturing and contract air 


Their sat- 


“In its state of over-expansion and over-production toward 








the middle of 1929, the aircraft industry was Scarcely differen; 
from any other industry. Capital inflation came in two forms: 
first, isolated and distinctly limited amounts invested ip many, 
facturing or operating projects, and, second, massed capital by 
financial groups extending their activities into all Dhaseg of 
aviation. . 

“At the end of the year, the industry was contracting jp 
some phases and expanding in others. Isolated capital was in 
some instances liquidating. Group capital was wisely econo- 
mizing and boldly advancing, willing to risk a long periog of 
attrition, providing it had definite assurance of public suppor 
for the transport lines, overnment backing for the contract ai 
mail system, and an assurance that the five-year-military pr. 
gram would be carried out.” 


LICENSING OF GLIDERS 


Although applications have been made to the aeronautics 
branch, Department of Commerce, for identification marks fo; 
110 gliders, no formal requests have been received for glider 
licenses or for glider approved type certificates, according to , 
statement by Gilbert G. Budwig, director of air regulation, 

“An unlicensed glider may or may not be safe,” said Mr. 
Budwig. “The fact that it possesses an unlicensed identification 
number does not in any manner testify to the airworthiness 
of the craft. Beyond serving to identify the craft’s ownership 
either in flight or on the ground, the identification number means 
nothing else. 

“A license number (which is preceded by the letter ¢) 
means that the craft has complied with certain standards ani 
requirements of the Department of Commerce and therefore may 
be regarded as possessing the government’s stamp of approval 
as to airworthiness. 

“The aeronautics branch of the Department of Commerce 
is in possession of adequate machinery to license gliders as to 
airworthiness. Gliders do not have to be licensed unless they 
engage in interstate commerce, and as gliding and soaring are 
more of a scientific sport than a commercial venture, it is not 
likely that the aeronautics branch will find any violations of 
the air commerce act requiring the licensing of all aircraft e- 
gaging in interstate commerce. 

“However, there are twenty states and territories which 
require federal licenses for all aircraft and airmen, and 4s 
gliders and glider pilots are classed as aircraft and airmet, 
unlicensed gliders and unlicensed glider pilots operating in 
those twenty states are violating the state law and are subject 
to penalty The states which require federal licenses are 4s 
follows: 


Alaska, Arizona, California, Delaware, Idaho, Indiana, Iowa, Mich- 
igan, Mississippi, Missouri (except solo pleasure), Montana, New Mer- 
ico, North Dakota, Rhode Island, South Dakota, Texas, Vermotl, 
Washington, Wisconsin and Wyoming. 


“The Department of Commerce desires to encourage ‘Youls 
America’ in glider flying—but hastens to point out that airwortly 
gliders should be used and the prospective glider pilot should 
have adequate instruction from a competent instructor.” 


AIR ACCIDENT INVESTIGATIONS 


The Traffic World Washington Burcss 


Loss of five lives in an airplane accident at Kansas Citr 
this week revived discussion in the Senate about the necessi! 
for making public the results of investigation of such acciden's 
by the Department of Commerce. On January 29, the a 
following the debate in the Senate, Clarence M. Young, Ass ; 
ant Secretary of Commerce for Aeronautics, announced og 
standard of minimum requirements for increased safety 
reliability in passenger air transportation would be placed = 
effect as soon as conditions would permit. — 

In the debate in the Senate, Senator Bratton, of New ¥ 
ico, renewed his demand for legislation providing for Tre “ 
of interstate air carriers by the Interstate Commerce Commis 
sion. debate 

Senator Bingham, of Connecticut, precipitated the “se 
by referring to his bill (S. 1947) providing for the investigne 
of accidents in civil air navigation by the Department of a 
merce, in connection with the accident at Kansas City 
the recent accident in California in which, he said, 4 + the 
number of lives were lost. He said his bill provided tha 
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IINEW YORK’S GREAT FRUIT AND PRODUCE MARKET|||| 


Day and night, the year round, Erie’s Duane 
Street Station hums like a bee hive with fruit 
and produce marketing activities. Upward 
of 35,000 carloads of western fresh fruits 
and vegetables are annually received here. 


This great volume of business is a clear 
reflection of the perishable trade’s confidence 
in the Erie Railroad. 





ERIE RAILROAD SYSTEM 


Route of the Erie Limited 
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Department of Commerce “must make public the results of 
their investigations in regard to accidents where lives are lost 
or where serious damage has taken place.” He urged action 
on the bill by the Senate commerce committee. Senator John- 
son, chairman of the committee, explained the bill was under 
consideration. 

The assertion was made by Senator McKellar, of Tennessee, 
that the existing air commerce act now provided substantially 
everything that the Bingham bill provided—that Senator Bing- 


ham’s quarrel was not with the law but with the administra-- 


tion of the law, and that the Secretary of Commerce did not 
comply with the law. He quoted from the law requiring the 
Secretary of Commerce “to investigate, record and make public 
the causes of accidents in civil air navigation in the United 
States.” 

Senator Bingham said the law officers of the Department 
of Commerce had construed the existing law on the subject dif- 
ferently than had been intended by Congress and that his bill 
was drafted to meet that situation. 

Disagreement with the department’s interpretation of the 
law was voiced by Senator Bratton. He said he joined with 
Senator McKellar in his assertion that the law was too plain 
for dispute or debate. He said a plain, ordinary, and fair inter- 
pretation of the law made it mandatory on the Department of 
Commerce to investigate “these accidents promptly and give 
to the public the conclusions of the department respecting the 
causes, both contributing and proximate, as the case may be, 
of each accident.” Instead, said he, the department had adopted 
a system of investigating accidents but that it made no report 
until the end of six months or the end of a year and that the 
causes of accidents were massed. The senator asserted that 
commercial aviation was growing faster than any other in- 
dustry in the country and that “the industry is virtually un- 
regulated so far as safety appliances, rates, schedules, estab- 
lishment and maintenance of lines, or agreements for carriage 
of persons and property are concerned.” He refererd to the 
railroads being interested in air lines and asserted the air lines 
should be regulated by the Interstate Commerce Commission. 

Assistant Secretary Young said the new safety regulations 
were being prepared with the cooperation of the air transport 
organizations. He said that, under the air commerce act of 
1926, the aeronautics branch of the department had established 
two fundamental requirements to insure the maximum degree 
of safety and reliability in air transportation: Airworthy air- 
craft operated and maintained by competent men and develop- 
ment of properly equipped airways. 


In another statement Secretary Young said the air com- 
merce act of 1926 made no provision for the aeronautics branch 
to conduct formal hearings, subpoena witnesses, take testimony 
under oath or engage in other practices necessary to bring out 
the pertinent facts underlying accidents in civil aeronautics. 

“With the authority and machinery we have available,” 
said he, “we determine the facts about aircraft accidents from 
voluntary and visible sources in the most thorough manner per- 
mitted by the circumstances.” 


Mr. Young said the recent report of the aeronautics branch 
on air accidents showed there was “very little mystery as to 
os of aircraft accidents occurring in the first six months 
of 1929.” 

In further discussion in the Senate, Senator Bratton reit- 
erated that the law required the Commerce Department to make 
public its findings as to air accidents. He referred to a report 
that the department originally did make public its findings but 
that such action evoked a storm of protest from operators and 
pilots and the department changed its attitude, “discontinued 
complying with the act, and began the practice of making semi- 
annual or annual reports in which accidents were set out in 
classes or categories, using percentages so that no particular 
accident could be identified.” 

“In other words,” interjected Senator McKellar, “the de- 
partment, when the owners of transportation companies pro- 
tested, simply disregarded the law absolutely and undertook to 
repeal it; and, so far as their carrying out its provisions is con- 
cerned, did repeal it?” 

Senator Bratton replied in the affirmative: 

Assistant Secretary Young has explained that the investi- 
gations made by the department “do not in any way contem- 
plate the determination of any legal responsibilities which may 
be involved.” Officials of the aeronautics branch take the posi- 
tion that investigations of air accidents should be made with a 
view to preventing, if possible, similar accidents in the future, 
and not for the purpose of producing a report that may be used 
in legal proceedings against air operators. 

“Provision is made,” says Mr. Young in commenting on the 
Bingham accident bill (S. 1947), “that the Secretary of Com- 
merce shall determine the responsibility for the accident, in 
addition to the cause. This would place the Secretary in the 
position of serving more or less prosecutor, judge and jury, and 
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would undoubtedly reflect itself in any subsequent legal 
which might ensue. The cause, from the operating Doin 
view, would seem to be the most important, as far as the tot 
latory phases are concerned.” regu 
Secretary Young has suggested that the present law 
amended by addition of a provision precluding the admissi be 
official accident reports as evidence in civil suits. ae 


AIRPLANE PILOT EXAMINATIONS 


Effective at once, applicants for aircraft pilot’s licenses Will 
not be required to re-pass examinations on any subject which 
they have successfully passed in the preceding seven Months 
it is announced by Clarence M. Young, Assistant Secretary oj 
Commerce for Aeronautics. 

“In all cases, however,” said he, “an entire new application 
must be filed showing that the applicant has the necessary time 
for grade of license for which he is applying, and this ney 
application must be accompanied by a medical certificate shov. 
ing that he has passed a physical examination during the Dast 
four months for transport and limited commercial pilot’s licenge, 
New photographs are also required. , 

“In no case is flight test to be waived, on re-examination 
or on examination for higher grade. Moreover, applicants for 
a higher grade, whose current licenses have been issued mop 
than seven months, are required to take the entire examination’ 

Under the department’s modified procedure of examining 
pilots, the transport applicant who, in a previous transport ex. 
amination, passed all written subjects but who—on account of 
his flying, was given the limited commercial license less thay 
seven months ago—need only take the flight test. The trans. 
port applicant who, in a previous transport examination, failed 
only meterology and navigation, and was given limited con. 
mercial more than 90 days and less than seven months ago, 
need only take meteorology and navigation’ and accomplish the 
flight test. The transport applicant who has held limited con. 
mercial (having originally applied for limited commercial) 
license less than seven months ago, need take only meteorology 
and navigation and accomplish the flight test. 

It was further explained that the limited commercial ap 
plicant who had held private (for instance, having originally 
applied for private) license less than seven months ago, need 
take only airplanes and engines, and accomplish the flight test. 
The limited commercial applicant who, in a previous limited 
commercial examination failed airplanes and engines and wa 
given a private license more than 90 days and less than seven 
months ago, need take only airplanes and engines and accom 
plish the flight test. 

Applicants presenting applications direct to an inspector, 
and claiming to have successfully accomplished portions of pre 
vious examinations within preceding seven months, will be 
required to obtain telegraphic verification, at their own expense, 
from the district or Washington office of the aeronautics branch 
before application can be accepted. 


NEW AIR MAIL STAMP 

Announcement is made by the Postoffice Department that 
a new 5-cent air mail stamp to replace the current bi-colored 
stamp will be issued February 10. The new stamp will be the 
same size as the current stamp, but will be printed in purple. 
The central design will be a reproduction of the insignia of aD 
air mail pilot, a globe with extended wings on either side, witl 
a background of rays of light. On the globe will be the words 
“UY. S. Air Mail.” In a horizontal panel across the top of tle 
stamp will be the words “United States Postage” in wile 
Roman letters and at the bottom in an ornate panel will 
the word “Cents.” The white numeral “5” will appear witbit 
circles in both lower corners. 


AERONAUTICAL CHAMBER OF COMMERCE 


Membership of the Aeronautical Chamber of Commerce of 
America, Inc., increased 112 per cent in 1929, according to on 
Rentschler, president. It increased from 456 at the bee 
of the year to 966 at the end of the year. As a result of 
increase, according to Mr. Rentschler, the chamber now repr 
sents 95 per cent of the aircraft industry. 


AIR COMMERCE REGULATIONS ” 

An amendment to the air commerce regulations that oe 

its purpose the elimination of aircraft accidents in W - ue 
flying is a contributing factor has been announced by C atic 
M. Young, Assistant Secretary of Commerce for Te te 
“The air traffic rules prior to the amendment, ones 
“limited the altitude at which an airplane may ‘ly or of 
country to a minimum of 500 feet, except under the erect 
weather conditions. The amendment which becomes ¢ . 
immediately places the absolute minimum altitude 
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1s You Want Business 
Go Where It Is — 


The Traffic World 


During 1930 the Pere Marquette will 
spend $14,000,000 for new rolling stock 
and $8,000,000 improving its roadway. 


These large expenditures will not only 
contribute to maintaining the prosperity 
of our country. They are part of a con- 
tinuing program for keeping this railroad 
prepared for the greater prosperity of the 
years to come. 


To ship by Pere Marquette guarantees 
service plus. To havea plant or a branch 
house on Pere Marquette rails is to do your 
business at the door step of America’s 
greatest markets. 


PERE MARQUETTE RAILWAY 


— A Michigan Institution with National Resources — 
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plane carrying passengers for hire at 500 feet under any cir- 
cumstances, other than for the purpose of taking off and landing. 

“In its application, the new requirement gives a pilot but 
one alternative in the event he is forced by weather conditions 
to descend below such established minimum altitude, and that 
is to effect a landing at the earliest opportunity, either by re- 
turning to his point of last departure, or going to the nearest 
landing field or other area suitable for an emergency landing. 

“Preliminary reports received by the department from its 
inspectors on the west coast, and from other sourees, concerning 
the recent aircraft accident near Ocean Side, California, indicate 
the necessity for such a minimum altitude requirement, and 
that it will be an exceedingly important safeguard in future 
operations.” 


EFFECT OF AIR RATE CUTS 

Discussion of the general reduction in air travel rates by 
transport lines throughout the country and coordination of 
schedules will be considered at the meeting of the air transport 
section of the Aeronautical Chamber of Commerce February 19 
in St. Louis. The meeting will be held in conjunction with 
the Second Annual International Aircraft Exposition February 
15 to 23. 

The first analysis of the effect of the reduction in air line 
tariff upon traffic will be presented at the meeting. Most of 
the lines already reporting have shown a substantial increase in 
business as a result of the rate reductions, according to the 
chamber. 

“A cut in rates to five cents a mile by Southwest Air Fast 
Express, which announced that the cut was an experiment, 
filled the line’s planes to capacity the first week,” it says. “Over 
100 passengers have been carried on this line daily since the 
reduction in fare and on one day 64 people were turned away 
due to the lack of planes to carry them.” 


MEXICO CITY-EL PASO AIR SERVICE 


The airplane service for both passengers and mail which 
was inaugurated between Chihuahua and El Paso, Tex., and 
between Chihuahua and Mexico City, on August 17 with two 
trips each way per week, has been increased to daily service 
(Sundays excepted) each way, according to a report received 
in the Department of Commerce from Vice-Consul W. B. Doug- 
lass, Chihuahua, Mexico. Planes leave Chihuahua at 9 a. m. 
for Mexico City and at 3 p. m. for El Paso. 

The service between Chihuahua and Nogales, .Ariz., is con- 
tinuing with two trips weekly in both directions, with stops at 
Cananea and Nacozairi, Sonora. 


STIMULATION OF AIR TRAVEL 
The downward trend in rates for passenger travel by air 
is already having a favorable effect on commercial flying and 
will do much to encourage aviation, according to the air travel 
division of the American Automobile Association. 


NEW AIR SERVICE 

A new air passenger service was inaugurated January 24, 
between Houston and San Antonio, Tex., as announced by James 
F. Hamilton, operating vice-president of Aviation Corporation. 
The service will be performed by one of the corporation’s sub- 
sidiaries, Southern Air Transport, Inc. “In addition to linking 
up two important Texas cities, the new operation will form a 
necessary link of a through route between New Orleans and 
beyond, on the one hand, and Corpus Christi and Brownsville, on 
the other,” Mr. Hamilton said. “The fares will be on the reduced 
basis announced by Aviation Corporation, and will be $10.80 
between Houston and San Antonio; $25.22 between Houston and 
Brownsville, and $18.01 between Houston and Corpus Christi.” 


STIMULATION OF TRAVEL 
Organization of the International Travel Federation for the 
purpose of stimulating interest in travel was perfected this 
week in Washington at a meeting of representatives of railroads, 
steamship lines, motor bus lines, air lines, tourist agencies and 
others interested in the subject. Francis E. Turin, of the Nor- 
folk-Portsmouth Chamber of Commerce, was elected president. 


WATER LINES AND GUARANTY 
Senator Copeland, of New York, has introduced S. 3256, a 
bill to amend and reenact subdivision (a) of section 209 of the 
transportation act so as to enable water lines to press claims 
for guaranty payments under that section for the six months 
immediately following the termination of federal control. 


WAGES PAID SEAMEN 


Indication of how much better paid American merchant sea- 
men are than seamen of foreign countries is shown in statistics 
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compiled by the bureau of navigation of the De 

merce for 1929. Shipping Board first mates recetmaiae of Com, 
of $185 a month, as compared with $112 receiyeg b 
first mates, according to the figures. Private Amerpaeitit 
operators paid wages substantially on the wage ih ship 
Shipping Board lines, although there were variations a . 
tain classes. The British merchant marine ranks =a 10 cer. 
United States with respect to pay to seamen. £0 the 





IMPROVEMENT OF HIGHWAYS 


Without discussion, the Senate has passed th 
authorizing $125,000,000 a year for federal-aid rt ety aan bil 
ment for the next three fiscal years, representing an roe 
of $50,000,000 a year for such work. Amendments not ao 
the amounts authorized were adopted by the Senat = : 
necessitated sending the measure back to the House fo “ 
approval. The bill was brought up in the Senate Jenner, ~ 
on motion of Senator Blease, of South Carolina, and passed : 
unanimous consent. . 


RAILROADS SAVE ON WOOD BILL 


“A saving of $145,000 a day accrues to the railroads of the 
country through the present practice of using chemically treated 
timber for cross-ties and other purposes,” said C. C. Cook main 
tenance engineer of the Baltimore & Ohio Railroad, at ‘a pra 
ference of the public utility group of the National Association 
of Purchasing Agents, held in the Department of Commerce 

“Since 1909 the consumption of treated wood in this country 
has increased from 75 million to 336 million cubic feet, Th 
railroads consume three-fourths of this quantity at the present 
time, largely for cross-ties. It has been found that the life of 
ne treated ties is frequently treble that of untreated 

es.” 

Mr. Cook predicted that, as a result of continued improve 
ment in wood preservation methods, the average life of ties 
would soon be more than 20 years. When this was true, he 
said, the railroads would save $287,000 a day by using treated 
stock, as compared to the present saving of $145,000. 


LIVESTOCK EXPANSION 


Indications that the livestock industry is entering a period 
of expansion in response to the favorable conditions of the last 
few years are reported by the Bureau of Agricultural Economics, 
U. S. Department of Agriculture, in its February 1 statement o 
the agricultural situation. 

Despite a reduction in numbers of hogs, more livestock is 
reported on farms as of January 1 this year compared with Jan- 
uary 1 a year ago. The increase in numbers of cattle and sheep 
more than balances the decrease in hogs and work stock. The 
larger supply of farm animals this year has a smaller value than 
the supply a year ago, being estimated by the bureau at $5,865; 
000,000 on January 1 compared with $6,003,000,000 last January. 

The evidence of some decline in hog production, which is 
supported by the 1929 pig surveys and by reduced slaughterings 
in the last four months, suggests that the supply of hogs going 
to commercial slaughter for the marketing year ending with 
September, 1930, will be somewhat smaller than that of the 
previous marketing year, according to the report. 

The beef cattle industry, on the other hand, has passed the 
low point of its production cycle and is now beginning slowly to 
expand. There is no evidence of very much increase in bee! 
herds as yet and slaughter in 1930 is expected to be about fhe 
same as in 1929. However, cattlemen are confronted by “8 
general tendency to increase numbers of cattle” and with the 
fact that “in previous experience such periods of expansion have 
been accompanied by several years of generally declining prices. 


CHICAGO SHIPPERS TO MEET 


A luncheon-meeting open to the entire membership, 1u0 
bering some 900, of the industrial traffic division of the Chicago 
Association of Commerce will be held at the Sherman Hotel 
February 6. Since the oranization of the division, supe 
the Chicago Shippers’ Conference Association, meetings have 
been confined to a monthly gathering of the executive con 
mittee, consisting of about fifty representatives of the large! 
shipping interests in the Chicago district. The coming meeting 
will be the first open meeting for the membevsh‘p. Subjects 
for consideration will include activities of the division and 
ports of the standing committees. The question of the . 
quency with which the membership meetings are to be held 
also to be considered. Need for such meetings was di 
at the last meeting of the executive committee, action lookits 
to the coming meeting having been taken at the December - 
sion. Robert Hula, traffic manager, Clayton Mark and Compal), 
chairman of the organization, will preside. 
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“WHAT ITS NAME IMPLIES” 






THE NATIONAL FREIGHT CO. 


Judson Freight Forwarding Co. 
G. W. Sheldon & Co. 
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Mr. John Doe, Traffic Mgr. 
ife of 
rated Any Company, 
prove Anywhere. 


f ties 


e, he Dear Mr. Doe: 
eated 


The prime factors which enable you to decide through what medium you will route 
your Less Than Carload freight are: 


reriod 


A First—SERVICE. This much abused word embraces many man besides the 
ain actual time in transit of your shipments. It calls for a little more personal attention 
a to tracers, claims and your general inquiries and a little more human treatment than 
fo the cold word service indicates. 

The 

_ Second—ECONOMY. When you purchase anything, it is not the cheapest price 
ma. you shop for, it’s the lowest price for the best possible article. 

“~ Third—DEPENDABILITY. Again, when you make a purchase, in this case trans- 
- portation for your products, you study the various mediums with a view toward the 
a most dependable day-in and day-out time in transit. 

yo Now! Last month the services of the National Freight Company operated 98% 
4 perfect. Ask any National Freight Company office for rates and give them some busi- 
fe hess, not a trial shipment, but at least a trial movement and see if what I say is true. 
ca Call any office by ’phone or drop in and see them, and see the courteous and efficient 


and human way they treat you. Continuous growth is the best proof of satisfactory 
service, and once you ship the “National” way you will always ship via 


ee “Believe it or not” the E ee eects so 
have National Freight Co. 

= handles sixty per cent in { RS 

ie of the tonnage to the 4 & > ; “ 

ects Pacific Coast moving in 

j re Consolidated Cars. Picci alana 





SERVICE ECONOMY DEPENDABILITY 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Shipping—Damages—Measure of 


Massachusetts.—Question: Referring to the article appear- 
ing in the November 30, 1929, issue of The Traffic World, on 
page 1402, under the above caption. We take the liberty of 
attaching hereto copy of a letter written by a steamship line 
defending its position of only paying the invoice value at point 
of origin in case of loss or damage. 

Will you please advise me if you desire to make any further 
reply to same, or do you agree with them? 


Answer: While the question has not been definitely de- 
cided, the decision in The Marauke, 31 Fed. (2d) 974, by the 
Circuit Court of Appeals, reversing the decision in 26 Fed. (2d) 
836, and holding that a stipulation limiting carriers’ liability 
for loss of goods in consequence of its negligence to invoice 
cost thereof, without offering the shipper a choice of rates, is 
invalid and that federal decisions construing, but not passing 
on, though assuming the validity of, provisions in bills of lading 
limiting carriers’ liability to invoice value of goods lost or value 
thereof at port of shipment, is not binding in a suit involving 
the validity of a provision limiting recovery to the invoice cost 
of goods, seems to point to the conclusion that such limitations 
are invalid, unless a choice of rates is held out to the shipper 
as a consideration for such a limitation, which was the case 
in The Caledonier, 31 Fed. (2d) 257, and The Orizaba, 33 Fed. 
(2d) 326, cited in the inclosures with your letter. 


If the statement reading—“The freight on the cargo here- 
under is based partly on the value of the cargo”—contained in 
section 13 of the bill of lading of the carrier in question, which 
is quoted in the question under the caption “Shipping—Damages 
—Measure of” on page 1402 of the November 30, 1929, Traffic 
World, together with certain provisions of its tariffs, constitutes 
a consideration in the form of a choice of rates, then under the 
decisions in The Caledonier, 31 Fed. (2d) 257, and The Orizaba, 
33 Fed. (2d) 326, there is a limitation of liability on the part 
of this carrier which is valid. If there is a choice of rates, it 
is valid, under the decisions in The Caledonier, 31 Fed. (2d) 
257, and The Orizaba, 33 Fed. (2d) 257, but if not it is invalid 
under the decision in The Merauke, 31 Fed. (2d) 974. In the 
latter case the court said: 


Whether the maximum liability is limited to a stated sum per pack- 
age, as in the two cases above cited, or to the invoice cost, the attempt 
is to put a limitation upon the carrier’s liability for the consequences 
of its own negligence. One method is perhaps a little less arbitrary 
than the other, but each attempts to say that the shipper shall not 
recover the full measure of the loss he has sustained. Why should the 
carrier be permitted to say this, unless the shipper is offered some ad- 
vantages in return, as by giving him on alternative freight rate, or by 
agreeing to accept the invoice cost as the measure of the value of the 
goods at port of destination? The clause in question fixes no agreed 
value, but is solely for the benefit of the carrier. If the question is res 
integra, we should say that the public policy, which forbids limitation 
in the one case, forbids in the other. 


Tariff Interpretation 


Illinois —Question: Will you kindly let us have your opin- 
ion on the following: 

Transcontinental Freight Tariff Bureau 3-Z, item 1960, pro- 
vides a sliding scale of rates based on various minimums on 
dried figs. Note 1 reads: “Figs, in bulk in boxes, are subject 
to estimated weights and package requirements shown in items 
480 and 504.” 

Carriers have assessed freight charges on the basis of 56 
pounds per box, as provided in item 480, and we contend that 
charges should be assessed on the actual weight, if it is not 
less than the minimum weight prescribed in connection with 
the rates used, that is, if it makes a lower carload charge. 

We base our contention on note 2, which reads as follows: 


The lower carload charge applicable under either scale of rates 
published in this item based on actual weight of the shipment, but 
not less than the minimum carload weight prescribed in connection 
with the rate used, must be applied. 
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Answer: 
visions of note 2 of item 1960 of Agent Toll’s I. C. ©, No 1 
would nullify the provisions of note 1, which provides for ~ 
mated weights to be used in determining the charges Sy 
applied on a carload shipment of figs. 0 be 

It is a rule of tariff interpretation that, if possible eff 
must be given to all the provisions of the tariff or item and - 
in the event that ambiguity would result from the applicatig. 
of this rule of interpretation should a portion of the taritt « 
an item be disregarded. Prentiss vs. S. P. Co., 132 1. ¢, ¢ Pn 
410; Dolese Bros. Co. vs. C. R. I. & P., 109 I. C. C. 561, 562: var 
Dusen Harrington Co. vs. Nor. Pac. Ry. Co., 32 Fed. (24) M% 

We are of the opinion that this rule of interpretation ma, 
be applied in the present instance and that the term “actu 
weight of the shipment,” as used in note 2 of item 1960, jg 
to be construed as applying to the entire weight of the shi 
ment, as determined by using the estimated weights get fort 
in item 480, referred to in note 1, and not the actual weigh 
of the shipment, as ascertained on track scales of the Carrier 
In other words, that the term in question is used in the sense 
that charges are to be based upon the weight of the shipmeny 
determined by applying the estimated weights provided for jp 
item 480 to the total number of boxes contained in the car, if 
this weight exceeds the minimum carload weight prescribed in 
connection with the rate used. 





The interpretation you have placed upon the pro. 


Tariff Interpretation—Transit 


Michigan.—Question: Please refer to our milling in transit 
question on page 128 of the January 11, 1930, Traffic Work 
under the above caption, relative to the protection of the through 
rate as published in Jones’ Tariff 401-F when shipment originates 
at St. Louis, Mo., on the Big Four and the milling in transit js 
to be performed on the line of a delivering or intermediate 
carrier. This question was answered in the January 11 Traffic 
World under the heading of “Michigan.” 

The rules that raised the question in our mind are on page 
92 of tariff and page 8 of supplement 19 to tariff. 

If you will refer to page 92 of the tariff you will find the 
following: Individual Rules C. C. C. & St. L. Ry. 

When traffic is destined to points beyond the tracks of the 
c. Cc. C. & St. L. Ry. or C. N. R. R., the rules and regulations 
governing terminal charges, reconsignment and transit privi- 
leges (except milling in transit) of the intermediate or deliv. 
ering road which are shown as parties to this tariff and which 
are lawfully on file with the Interstate Commerce Commission 
will apply. 

Under the above rule we wish to know what provision, if 
any, is made for milling in transit. 

On page 8 of supplement 19, the following rules and regu- 
lations are published: 


Terminal or Transit Privileges or Services. 


Car Rental, Car Service, Cartage, Transit Privileges. (See note), 


etc. 
Note—In the absence of specific provisions in the tariff, as 
amended, to the contrary, property destined to points beyond the 
tracks of the following originating and/or intermediate carriers: C. & 
so Ss = a es 2 ct. i BL & Tt. B. By, & *. 
Ry., L. & J. B. & R. KR. L. & N. Ry. or Penna. R. R. West is en- 
titled to such privileges, and is subject to such charges as provided 
in tariffs published and lawfully on file with the Interstate Commerce 
Commission, of the carriers granting the privileges and performing 
the services covering “elevation,” ‘‘storage’’ or “transit privileges.’ 
The granting of the privileges and performance of the services as 
described in this note shall be entirely upon the responsibility and at 
the cost of the carriers granting the privileges and performing the 
services and without requiring the participation therein of the car- 
riers named above, in the absence of authority therefor from such 
carriers. 

The question that arises in connection with this rule is 
whether or not it is necessary for tariff authority for the par 
ticipation in these rates by the Big Four, or if the carrier o 
whose line the transit is performed is responsible to the Big 
Four unless their transit tariff prohibits transit privileges 0 
traffic as described in note quoted above. 

Answer: In our opinion, the effect to be given to the pro 
visions of the note quoted in your letter, which is referred t0 
in connection with transit privileges on page 8 of supplement 
10 to Agent Jones’ Tariff I. C. C. 2000, depends upon whether 
this provision has the effect of restricting the application of 
the rates published therein so far as the Big Four is concerned 
to non-transit traffic, that is, shipments which do not receive 
transit on the line of a connecting carrier of the Big Four, % 
whether it is merely a notice that that line will not participate 
in such transit on any other basis than its receiving the same 
revenue as if the shipment had moved through to destinatinn 
without receiving transit on a connecting line. We are — 
to the opinion that the effect of the provision is as last - 
above and that it is merely a notice, in which the shipper 
not interested, and as to which, under the decisions of the Com- 
mission in Lathrop-Marshall Grain Co. vs. C. & N. W. RY. Co. 
144 I. C. C. 227; Montgomery Cotton Exchange vs. Sea ; 
Air Line Ry. Co., 109 I. C. C. 579; Wallingford Bros. vs. C. R. 
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The Illinois Central System will carry 
this year forty-five million passengers 
and sixty million tons of freight. This 
will require the services of fifty thousand 
workers operating facilities in which 
three-quarters of a billion dollars are in- 
vested. These large figures call for mass 
production of service, yet we expect 
every passenger and shipper to receive 
personal, individual attention. 

Such service can be rendered only by 
a personnel that is capable, willing and 
ready. Ours is. Members of the Illinois 
Central organization are constantly per- 
forming services for Illinois Central 
patrons that are more than merely trans- 
portation. They do this to be helpful, 
but they know too that it is good business 
for the railroad and for them. 

Passenger service provides many ex- 
amples of such service. Children travel- 
ing alone are intrusted to our protection. 
Aged, invalid and inexperienced travel- 
ers are given personal attention en route 
and met by individual escorts at termi- 
nals. Tours are planned for vacationists 
—hotel reservations made, baggage 


Personal Service 





checked, side trips arranged. Shipments 
of travelers’ automobiles are carefully 
followed to make sure of scheduled 
arrival. 

Personal service is no less important 
in the handling of freight. An Illinois 
Central bureau keeps records of car 
movements for the information of those 
interested. Shipments are expedited, 
diverted, reconsigned. Cars of perishable 
freight are iced. Livestock is watered 
and fed. Whatever the requirements of 
individual service may demand, we en- 
deavor to meet those requirements. 

Experienced patrons of the Illinois 
Central System are accustomed to expect 
personal service, and every member of 
the Illinois Central organization is ex- 
pected to be qualified, willing and ready 
to render such service. 

Constructive criticism and suggestions 
are invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, February 1, 1930. 


— The Road of Personal Service — 
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& P. Ry. Co., 102 I. C. C. 239; Transit Privileges on Grain at 
points on the M.-K.-T., 92 I. C. C. 161; and Restrictions in Tran- 
sit Privileges on Cotton, etc., 83 I. C. C. 60, certain of which 
cases are referred to in our answer to “Louisiana” on page 254 
of July 27, 1929, Traffic World, under the caption, “Transit— 
Participation of Initial and Intermediate Carrier in Transit 
Arrangements of Destination Carrier Under Omnibus Clause 
in Tariff Carrying Joint Through Rate,” it is very doubtful 
whether the provision has any legal effect. In Transit Privi- 
leges on Grain, 92 I. C. C. 161, the Commission said: 

The Rock Island concedes that where transit occurs at points on 
its own line the revenue from this traffic should be divided in accord- 
ance with the divisions of the joint through rate from origin to ulti- 
mate destination, though in such case the service performed by it is 
greater than where transit occurs at points on the line of respondent. 
Its position is predicated on (1) the fact that where milling occurs 
on its own line its revenue is based on the products rate, which is 
somewhat higher than the grain rate upon which its revenue is based 
where milling occurs on respondent’s line, (2) the frequent correc- 
tions and the uncertainty as to the revenue to be ultimately derived 
from traffic transited on respondent’s line, and (3) the possibility that 
dealers or millers on respondent’s line having transit privileges may 
manipulate tonnage in such a manner as to reduce its revenues and 
increase those of respondent. We do not regard these considerations 
as controlling. The Rock Island is a party to the joint through rates 
under which transit privileges are enjoyed by protestants. We have 
frequently held that transit privileges are local to the carrier accord- 
ing them. The Rock Island is not concerned with the transit privi- 
leges accorded by respondent. 


Tariff Interpretation 


North Carolina.—Question: Will you kindly furnish us with 
your opinion in regard to the following tariff application: 

N. & W.’s I. C. C. 8056, page 33, rate table No. 3, published 
commodity rate under group No. 3 for distance of 45 miles of 7c 
under note No: 2. Note No. 2, page 11, of the tariff, provides 
that rates referring to this note are governed by Classification 
“A” and apply as follows: From any station in group A to 
any station in groups A, B and C. The last sentence of this 
note reads as follows: “These rates will not apply to or from 
points beyond the N. & W. Railway that are outside the state of 
Virginia.” 

Shipment in question moved from a point in North Carolina 
to a point in group A in Virginia, the through rates being made 
up of a combination over Roanoke. 

We are claiming that the 7c rate under note 2 for distance 
of 45 miles is applicable on interstate traffic as the factor be- 
yond Roanoke. This position is taken because we do not un- 
derstand that the restriction in note No. 2 prohibits the use 
of these rates on any traffic moving to or from points on the 
N. & W. Railway that are inside the state of Virginia. On the 
other hand, if the framers of this tariff intended to restrict 
the application of rates referring to note No. 2 to apply only on 
Virginia intrastate traffic, we do not understand why the re- 
striction was not the same as in note 17, or note 15, which notes 
are clear and specific as to what traffic the rates referring 
thereto will apply on. 

The carriers are taking the position that the rates referring 
to note No. 2 will only apply on Virginia intrastate traffic. 
Reference to Interstate Commerce Commission decision will be 
appreciated. 

Answer: Notes 2 and 15 of N. & W. Tariff I. C. C. 8056 
read as follows: 


Note 2. These rates will not apply to or from points beyond the 
Norfolk & Western Railway that are outside the state of Virginia. 

Note 15. They will not apply on traffic originating at or destined 
to points beyond the Norfolk & Western Railway that are outside the 
state of Virginia. 


While the provisions of these two notes are somewhat dif- 
ferently expressed, it is our opinion that the effect of both notes 
is the same, namely, that the rates which make reference thereto 
will not apply on traffic originating or destined to points beyond 
the rails of the Norfolk & Western Railway which are located 
beyond the limits of the state of Virginia. 


Freight Charges—Liability of Consignor 


Illinois —Question: Are shippers (consignors) held liable 
for uncollectible freight charges due (or undercharges) that 
should have been collected from consignees upon delivery? 

Answer: Where a party is shown in the bill of lading as 
the shipper or consignor and he fails to avail himself of the 
provisions of the “no recourse” clause of the bill of lading, i. e., 
section 7 thereof, he can, as a rule, be held liable for an over- 
charge, there being an implied promise on his part to pay the 
freight charges, as a result of his delivering the goods to the 
carrier for transportation. His obligation is ordinarily a pri- 
mary one. L. & N. R. R. Co. vs. Central Coal Co., 265 U. S. 59; 
Western Maryland Railway Co. vs. Cross, 123 S. E. 572; Chicago 
Junction Railway Co. vs. Duluth Log Co., 202 N. W. 24. That 
a lesser amount than the legally published tariff rate was col- 
lected from the consignee does not, in our opinion, release the 
consignor from liability, for the published tariff rate must be _ 
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collected, regardless of the carrier’s error in collecting fre 
charges. P. C. C. & St. L. Ry. Co. vs. Fink, 250 U. Ss. 577 ™ 


Tariff interpretation—Application of Rule 34 in Connecti 
| Rule 10 of Classification ection with 


Kentucky.—Question: We will appreciate it if you will 
us authority for correct charge to be assessed on a tin, m 
when a shipper loads a 40-foot car of two different commoditi 4 
one taking a higher rate than other, but a lower minimum > 
when weight of each commodity exceeds minimum Weight on 
that commodity if shipped in 36-foot car. ad 
It is the writer’s contention that rule 10, of Consolidate 
Freight Classification No. 5, would not govern, or, at least ons 
not govern, because of the fact that it would make the char : 
on entire shipment greater when loaded in one 40-foot car tee 
it would if each commodity was loaded in separate 36-foot a 
One of the commodities is subject to rule 34 and the other is et 
I do not believe there is any justification for carrier assess. 
in a greater charge when shipment is loaded in one 40-foot car 
than they would assess when loaded in two 36-foot cars. 
Answer: With respect to this question see the Commis. 
sion’s decision in James Manufacturing Co. vs. C. & N. W. R 
Co., 147 I. C. C. 271, referred to in N. O. Nelson Manufacturing 
Co. vs. Mo. Pac. R. R. Co., 153 I. C. C. 272. In the former cage 
the Commission said: 





* * * rule 10 of the classification, in authorizing the computa. 
tion of charges ‘‘by considering the articles as if they were divided 
into two or more separate carloads,” does not specify what length o; 
cars must be used in making the theoretical division, and therefore 
where the length of car affects the result, it must be assumed that 
such equipment is used as will produce the lowest total charge, j, ¢ 
36-foot cars. Nor is that assumption unfair to the carriers, as they 
can not reasonably ask for a higher minimum charge for the trans- 
portation of a mixed carload shipment in a single car, however long 
than the combined minimum charge for the two 36-foot cars which 
the shipper might have used in making the shipment. 


Damages—Conversion—Delivery at Wrong Place 


Ohio.—Question: We recently purchased a car of onions 
rolling, and reconsigning instructions were furnished showing 
the destination as Grand Rapids, Mich. Through error the car. 
riers sent this car to Detroit and offered it for delivery along 
with other produce cars to our people at that point. Delivery 
was not actually taken and car unloaded until four or five days 
after arrival at Detroit. 

We filed claim with the carriers for the difference between 
the value of these onions at Grand Rapids on the day they 
should have arrived, and the value of the car at Detroit on the 
day it was unloaded. 

The carriers have declined our claim on this basis, but offer 
settlement on the basis of the difference in value at the time 
the car should have arrived at Grand Rapids and the time it 
did actually arrive at Detroit and was offered for delivery. They 
base their contention that this is proper on the statement that 
“their liability in all cases of loss and damage is based on the 
market value of the produce in good condition at the time it is 
placed due for delivery,” stating further, in case of misdelivery, 
the party erroneously receiving the goods is liable to the rail 
road for the value on this basis. 

They insist it was our responsibility to promptly unload 
this car at Detroit when offered for delivery or reject it. 

This was not done, and our Detroit branch made every 
effort to determine by whom the car was shipped and whether 
it was actually purchased for their account by someone in this 
organization other than their own particular branch office. 

Would appreciate your opinion in regard to the above and 
reference to the settlement of any similar cases in the past. 

Answer: We cannot locate a decision of the courts spe 
cifically in point. However, we are inclined to the opinion that 
the carriers are correct in-their contention that the amount of 
the damages is the difference between the value at Grand Rapids 
on the date the car should have arrived in the ordinary course 
of transportation and the date it was tendered for delivery at 
Detroit, the acceptance of the car at that point having ratified 
the carrier’s error in tendering delivery. In this connection, se¢ 
the decision in Flakne vs. Great Northern, 118 N. W. 58, the 
principle of which case is, in our opinion, applicable to the facts 
in the instant case. In this case the court said: 


In an action against the railway company to recover damages 
alleged to have been caused by the shipment of certain cattle hy 
Crookston, instead of Beltrami, to which latter point they were Dill 3 
the plaintife was awarded a verdict for the sum of $14.70, and appeale 
from an order denying his motion for a new trial. 

He accepted the cattle from the railway company at Crooksto?, 
and thereby relieved the company from liability for any expener 
incurred or injuries resulting to the cattle after such delivery. ; 
might have insisted that the carrier perform its contract and delives 
the cattle at Beltrami. If he had done so, he could have recové ~ 
any damages which resulted to him from the delay. But, having ~— 
fit to accept the delivery at Crookston, he must be held to 17 
assumed responsibility for the care of the cattle thereafter, and ; 
only 8s which he could recover would be the difference betwee 
the value of the cattle at Beltrami, where they were first property 
taken, and their yalue_at Crookston at the time of delivery, 2" 
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In addition to the now famous passenger 

slogan “The Chief Is Still Chief,” we 
have added another of interest to our 

freight shippers who want the acme 

of service— 


«<@ne Line-On Time” 
For 1930 


The Santa Fe, for “One Line-On Time” 


service, proposes expenditures of — 


$18,700,000 for new Equipment, 


including 5,854. new Freight Cars. Santa Fe 
$22,000,000 for additions and °SAll theWay”’ 
betterments. 










$17,500,000 for new lines and lines 
now under construction. 


Other millions to be expended for traditional 
Santa Fe Service. : 


Check our percentage of service performance and 
become one of our patrons. 
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addition the amount which the plaintiff had paid the railway company 
for freight for carrying the cattle from Beltrami to Crookston. The 
trial court so instructed the jury, and in this there was no error. 
6 Cyc. 450; Cutting vs. Grand Trunk Ry. Co., 13 Allen (Mass.), 381; 
Ingledew vs. Northern Ry. Co., 7 Gray (Mass.), 86. No instructions 
were requested upon the question of special damages. 

The cases cited in support of the claim that, in case of wrongful 
conversion, the owner of the goods may recover all the reasonable 
and necessary expenses incurred by him in pursuing, retaking and 
returning his property, including the amount expended in caring for 
and keeping it while so detained and being returned, and also a 
reasonable amount for time spent, are not applicable upon the facts 
of this case. Such expenses are sometimes recoverable; but the rail- 
way company did not convert this property. It delivered it upon 
comene at a wrong destination, where it was accepted by the con- 
signee. 


Liability of Carrier for Loss of or Injury to Goods 


Virginia—Question: I am particularly interested in your 
answer to “Kansas,” on page 1694 of the December 26, 1929, 
Traffic World, under the above caption. While I recognize that 
all loss and damage is not the same regardless of circumstances, 
it doubtless would be a fact that if the containers were dam- 
aged in a shipment to a retailer or consumer and he were pre- 
pared to place the goods on the shelves immediately on arrival 
the containers would be of no value and would produce no claim; 
yet I can see that a wholesaler might have need for the con- 
tainer in order to reship, and there, doubtless, would be some 
value. It might be contended, although I doubt if successfully, 
that a carrier was liable for the contents of the package only 
in the latter case. 

Answer: Where goods intrusted to a carrier for shipment 
are injured through causes for which the carrier is responsible, 
the owner of the goods is entitled to recover the difference 
between the value of the goods at the time and place of de- 
livery in an uninjured condition and their value in the depre- 
ciated condition in which they were delivered, less the freight 
charges to the point of destination if they have not already 
been paid. 

The value at destination to be used as a basis for arriving 
at the amount of damage is the market value, provided there 
is a market for the goods in question. 

The measure of damages for loss of or damage to an article 
having no market value is the value of the articl2 to the shipper. 
St. L. I. M. & S. vs. Dague, 176 S. W. 138; St. L. & S. F. vs. 
Dunham, 129 Pac. 862. 

To authorize a recovery of special damages, i. e., such dam- 
ages as will not ordinarily flow from a loss or an injury of 
goods shipped, it is essential that at the time of shipment the 
peculiar circumstances from which special damages would arise 
because of loss or injury should be made known to the carrier. 
But, when such circumstances are made known to the carrier 
at the time that the goods are delivered and accepted for trans- 
portation, special damages are recoverable. 

We can locate no case which specifically relates to the 
question involved. 

So far as the containers are concerned, the carrier would 
not be liable for ordinary wear and tear, we believe. 

However, the carrier would be liable for injury to the con- 
tainers beyond that caused by ordinary wear and tear in the 
course of transportation, if the injury thereto results in a de- 
preciation in the value of the shipment. 

If, however, the sale price or the market value, if one exists, 
whichever is used in arriving at the amount of the carrier’s 
liability, does not include the value of the containers for re- 
shipping purposes, such value is, in our opinion, that which 
would fall under the head of special damages, the recovery of 
which is dependent upon notice being given to the carrier at 
the time goods are delivered to the carrier that such damages 
will follow from the negligent transportation thereof. 


Limitation of Actions—Waiver by Shipper of Statutory Provi- 
; sions Governing Action for Undercharge 


Florida.—Question: On page 1266 of Traffic World, Novem- 
ber 16, 1929, an inquiry from “Missouri” respecting the payment 
or collection of undercharges, after three years from date of 
delivery, is submitted. The four questions submitted by “Mis- 
souri” are shown herewith, together with the answer of this 
writer: 

1. Has a carrier a right to bring an action at law for the 
recovery of an undercharge more than three years after the 
cause of action accrues Answer is no. 

2. Would a waiver made in good faith by a shipper before 
the expiration of the three-year period give the carrier a right 
to bring its action after the expiration of the period? It would 
not. 

3. Is this statute mandatory? According to the views of 
the U. S. Supreme Court it is, but according to the canons of 
American jurisprudence, as outlined by The Traffic World in its 
quotation from setcion 4 of 17 Ruling Case Law, it is not. 

4. If it contains a prohibition against the bringing of suits 
after the expiration of the statutory period, does the filing of 
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such prohibited action constitute a violation of Section 
the act? It is extremely doubtful if an action would lie apai 


10 of 


the carrier for bringing or attempting to bring a suit at 
time. this 

While two federal courts have held that a money 
tion between the carrier and shipper can be separated from .; 
considered apart from the shipment itself, the more impo = 
of which is the Partridge Lumber Co. vs. Michigan Conta 
R. R. Co; 26 Fed. (2d) 615, such holding is not coincijat = 
nor believed to be correct by the Interstate Commerce Con, 
mission, and the Commission cites for its authority for no s 
inciding with such holding, the case of Kansas City Souther 
vs. Harry B. Wolf, 261 U. S. 133. ‘ 

In considering this subject, it must be clearly brough ;, 
mind that the interstate commerce act strictly prohibits either 
the collection or the paying of freight rates over or under those 
provided in applicable tariffs. Next, inasmuch as a money 
transaction cannot be separated from the shipment, it folly, 
that any payment pertaining to such shipment is freight charges 

The U. S. Supreme Court has plainly said that the laps 
of time destroys the liability. If, therefore, a money transaction 
is made where there is no liability, it is unlawful. Neither th, 
carrier nor the shipper can make refund or payment of freight 
charges where none are due. Such a transaction is direct 
violative of section 6 of the act. 

With respect to the decision of the U. S. Supreme Court jp 
the K. C. S. vs. Wolf case, supra, the writer, along with thoy. 
sands of traffic experts, attorneys-at-law and railroad officials 
has been puzzled to know why the courts found it necegsary 
to step aside from the usual methods of procedure as laid dow 
in section 4 of rule 17, Ruling Case Law, in that particular case. 

The Supreme Court stated to the effect that if the Kansas 
City Southern waived the statute of limitations in the case of 
Harry B. Wolf and then did not do so in the case of Smith 
Jones & Co. discrimination would prevail. However, it seems 
the fact was overlooked that discrimination was absolutely pro 
hibited by the interstate act. In other words, if the Kansas City 
Southern had deemed it proper to pay a just debt to HarryB. 
Wolf, under the law, it would likewise have been required to 
not claim the running of the statute when it was called upon 
to pay a similar debt to Smith, Jones & Co. This would clearly 
have met the requirements of the act, and would not have rm 
counter to all previous court views and commercial customs of 
the people of the United States in general. 

Answer: We have nothing further to add to our answer, 
in so far as questions 1, 2 and 3 are concerned, having bee 
unable to locate any decision of the courts which furnishes a 
basis for a different conclusion on our part. As to question 4, 
we see no possibility of a violation of section 10 in a carrier 
bringing an action for an undercharge after the expiration of 
the three-year period or accepting the amount of an undercharge 
should the shipper fail to plead the limitation statute. 





Doings of the Traffic Clubs 





The dates for the annual meeting of the Associated Trafic 
Clubs of America at Cincinnati have been changed from April 2 
and 24 to April 24 and 25, with a meeting of the board of direc- 
tors April 23. 





The Traffic Club of St. Louis held a luncheon at the Nev 
Jefferson Hotel January 27. Following the luncheon movil 
pictures were shown of animals. Families and friends of the 
members were invited. The pictures were explained by Geort 
P. Vierheller, acting director, St. Louis Zoological Garden. 





Charles A. Anderson, president of the Empire Freight Com 
pany, has been elected president of the Association of Railroa 
and Steamboat Agents of Boston. Thomas G. Clancy, distri 
passenger agent, Rock Island, has been elected vice-presidet!, 
and W. M. Macomber, New England agent, Norfolk and Wester 
secretary-treasurer. 





The meeting of the Transportation Club of St. Paul, - 
uled for January 28, was postponed because of conflict with is 
of the Northwest Shippers’ Advisory Board held in Minneapo 
that date. 





Business at the annual meeting of the Traffic Club of ne 
delphia at the Bellevue-Stratford February 10 will include, - 
addition to election of officers, a vote by the membership An 
affiliation with the Associated Traffic Clubs of America. 
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Transportation Law and the I.C.C. Bar 


1)? YOU want to win advancement and qualify 
to earn more money? 


Then become a Traffic Counselor. The Inter- 
tate Commerce Commission has created a remark- 


ible professional opportunity for you through the 
stablishment of the I. C. C. Bar. 


Men with the necessary legal and technical 
walifications, properly sponsored, may apply for 
imission and when accepted are enrolled and ad- 
nitted to practice. There is no difficult state bar 
tamination to pass. 


A Profitable Profession 


Cases before the Commission frequently involve thousands and 
wmetimes millions of dollars. A man qualified with a knowledge of 
tasportation law and procedure to handle such cases effectively 
“command an attractive income. 


The field of the Traffic Counselor is not crowdéd. There are more 

tun 150,000 lawyers in the United States whereas the members of 
te |. C.C. Bar number less than 3,500. And unlike the lawyer, the 
infic Counselor does not need to equip himself with an extensive 
tierence library costing thousands of dollars. 


How to Qualify 


Federal Regulation of Commerce, a series of 40 traffic law text and 
telerence units, contain the law every present or future Traffic 
‘unselor needs. Subscribers for the work may also obtain (without 
Es large) an auxiliary training program consisting of Reading 

, Transportation Law Problems, etc. Graduates of this optional 
REL awarded the degree of Bachelor of Transportation Law 


Sufficient elementary work is given so that even a beginner without 
previous legal experience can handle the study. There are no rigid 

school or college educational requirements to meet, such as the 
F “pective lawyer must comply with, and a man with some practical 


is ace should be able to cover the entire field in eighteen months 
‘are-hour study. 


An Authoritative Institute 


Federal Regulation of Commerce and its auxiliary features are the 
product of the Staff and Associate Editors of the Blackstone Institute, 
an organization which for 39 years has held a commanding position 
in the field of legal education. Among the Institute’s text authors 
are two justices of the United States Supreme Court, the deans of 
eight university law schools, and sixty other legal, traffic, and trans- 
portation authorities. 


The Transportation Law 
Institute 


The actual distribution of Federal Regulation of Commerce and the 
servicing of subscribers is handled by a special corporation appro- 
priately named the “Transportation Law Institute, Inc.” This cor- 
poration (created and controlled by the Staff of Blackstone Institute) 
operates under a charter of broad powers conferring authority to 
specialize in transportation law activities. Thus, it is possible to 
render an unusual type of service to every subscriber. 


Equip yourself with Federal Regulation of Commerce and cash in 
on the demand for men equipped with a thorough knowledge of trans- 
portation law and procedure. Write today for free descriptive liter- 
ature. Mail the coupon below or address a letter to the Staff of 
Blackstone Institute (Transportation Law Institute Division, T42) at 
307 North Michigan Ave., Chicago, Illinois. 


To the Staff of 


BLACKSTONE INSTITUTE 


Transportation Law Institute Division T42 
307 N. Michigan Ave., Chicago, IIl. 


Please send me, without cost or obligation, information con- 
cerning Federal Regulation of Commerce and its auxiliary features, 
together with details of your present “get acquainted” offer. 


COSHH EHH EEE HEHEHE HHH EEE EHH HEE EEE HES HEHEHE EHH HEHEHE EEE 
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board of directors has recommended that the club apply for 
membership in the national organization. 


The nineteenth annual banquet of the Traffic Club of New 
England will be given at the Copley-Plaza Hotel February 18. 


Dr. H. J. Doermann, president of the University of the City 
of Toledo, will speak on “Transportation With the West Indies 
and Caribbean Sea,” at a meeting of the Toledo Transportation 
Club at the Secor Hotel February 3. 


At its fifth annual election, held at the Y. W. C. A, at Joplin, 
Mo., January 16, the Tri-State Traffic Club elected Kenneth F. 
Burnett, division freight agent, Santa Fe, president for the cur- 
rent year. The new president, whose a... 
picture is reproduced here, has been 
in railroad work “off and on” for the 
last twenty years. He came to Joplin 
in 1927, when he was appointed to his 
present position, following three years 
in which he had been traveling freight 
agent for the same line at Topeka, 

Kan. He is the first railroad repre- 
sentative to hold the office of president 
of the club. Other officers elected are 
as follows: First vice-president, W. J. 
Board, purchasing agent, Eagle Picher 
Lead Company; second vice-president, 
W. C. Coleman, division freight and 
passenger agent, Frisco; secretary and 
treasurer, W. B. Schreier, Santa Fe; 
directors (two years), W. P. Sharp, 
traffic manager, Junge Baking Company, Joplin, H. B. Cobban, 
vice-president and general manager, Northeast Oklahoma Rail- 
road, Miami; A. M. Hunter, district freight and passenger agent, 
Missouri-Kansas-Texas, Joplin; J. H. Douglas, general agent, 
Frisco, Joplin, and T. J. Franks, president, St. Louis-Joplin 
Mining Company, Joplin. The annual banquet of the club will 
be held next month, the exact date not yet having been fixed. 


Benjamin Solomon, of Johns Manville, Inc., spoke on “Com- 
Dilation of Tariffs” at a meeting of the Co-operative Traffic 
Association of New York January 23. At the next meeting, 
February 13, William T. Kearney, export manager, Remington 
Cash Register Company, will speak on “Points on Merchandising 
and Shipping to Great Britain and Central Europe.” The annual 
dinner-meeting will be given April 22 at the 69th Regiment 
Armory. 


The Twin City Women’s Traffic Club will give a dancing 
party at the Buckingham Hotel, Minneapolis, February 14. Miss 
Agnes Paulson is in charge of arrangements. 


A. C. Burrows, who was installed as president of the Traffic 
Club of Kansas City, Mo., Thursday, January 23, entered railway 
service in March, 1892, as a telegraph operator on the Northern 
Pacific Railroad, serving at various sta- 
tions in Idaho and Washington. In 
December, 1893, he was, for a short 
period, apprentice in the General Elec- 
tric works, Schenectady, New York. 

He re-entered railway service with the 

Chicago Great Western Railroad as tel- 

egraph operator at Reinbeck, Iowa, 

later serving as agent at Sheridan, Mo., 

Leavenworth, Kansas, and as city pas- 

senger and ticket agent, Kansas City, 

Mo., until. June, 1900. He was engaged 

in the fire brick industry in Kentucky 

in 1901 and 1902, but, returning to Kan- 

sas City, he entered service with the 

St. Joseph and Grand Island Railroad 

as city freight agent.. September 1, 

1904, he entered the service of the Lake 

Shore and Michigan Southern as traveling passenger agent. He 
has since been continually with the New York Central Lines as 
traveling passenger agent, Kansas City, Mo., and Denver, Colo.; 
general agent, passenger department, Des Moines, Iowa; city 
passenger agent, Chicago, and general agent, passenger depart- 
ment, Kansas City, which position he now holds. 


Nearly 600 members and guests were at table at the twenty- 
third annual dinner of The Traffic Club of Chicago held in the 
Ball Room and the Red Lacquer Room of the Palmer House 
January 30. The speakers were the Rt. Hon. George P. Graham, 
P. C., former minister of railways of Canada, and Lawrence H. 
Whiting, president of the Boulevard Bridge Bank of Chicago. 
President Allen R. Gould presided until he introduced the toast- 
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master, George A. Blair. The invocation was by Harris Frankl 
Rall, D.D. High class music was furnished by the Palmer Ho D 
Orchestra and two soloists, Hilda Burke and Chase Baromes 
both of the Chicago Civic Opera Company. Mr. Graham oy 
tuted for Sir Henry Thornton, who was to have been the ate 
cipal speaker but was absent on account of illness. His subject 
was “Playing Safe,” and he talked ramblingly and humoroygiy 
of a variety of things. For one thing, he said that Sir Hep, 
“the longest president of the longest railway in the world” Was 
“making good” in a big way. Mr. Whiting talked of “Business 
Trends” and the nature of his remarks can be inferred fro, 
his subject. He predicted that the next ten years would be , 


golden era for the railroads. 


The Birmingham Traffic and Transportation Club wil] hold 
a luncheon’at the Thomas Jefferson Hotel February 3. Politica) 
activity in connection with the coming election will feature the 
program. In his address over station WAPI, January 28, J, p 
Springer, candidate for president on the “Booster” ticket, gaye 
a resume of club activities. 


The Sabine District Traffic Club was organized at a meeting 
at Beaumont, Tex., January 28, in the rooms of the Chamber of 
Commerce. There was an attendance of 60 at the meeting. The 
club membership will 
be drawn from the fol- 
lowing Texas ports: 

Beaumont, Orange, Port 

Neches, and Port Ar- 

thur. The following 

officers were elected: 

President, H. C. Eargle, 

traffic manager, Beau- 

mont Chamber of Com- 

merce; first vice-presi- 

dent, J. D. Hughett, 

traffic manager, Orange 

Chamber of Commerce; 

second vice-president, 

Col. H. H. Haines, vice- 

president and general 

manager, Port Arthur 

Chamber of Commerce; 

third vice-president, W. 

C. Balston, traffic man- 

ager, Josey-Miller Flour 

and Feed Company; 

secretary, Ted Schwach- 

hofer, assistant traffic 

manager, Beaumont 

Chamber of Com- 

merce; treasurer, O. G. 

Parks, local freight 

agent, Kansas City 

Southern, Beaumont; 

directors, George Wed- 

dell, Port Arthur; F. W. 

McCarthy, Beaumont; 

B. F. Brown, Orange; 

R. E. Duperior, Beaumont; R. L. Vernor, Nederland, Tex; 
Christy Flanagan, Port Arthur, and W. L. Reid, Orange. Febru: 
ary 10 has been set as the date for the next meeting. A mem 
bership of a hundred is expected in the near future. The accom- 
panying picture is of President Eargle. 


The recently organized Traffic Study Club of Griffin, Ga. 
elected the following officers January 24: President, H. V. 
White, chief clerk, Central of Georgia; vice-president, C. ¢. 
Huckaby, Georgia-Kincaid Mills; secretary, Miss Doris Elliott, 
Central of Georgia; instructor, H. O. ‘Weaver. The club was 
organized largely as a result of the efforts of Mr. Weaver. Under 
by-laws adopted, meetings will be held every Thursday night. 
The club has fifteen members. Speakers at the meeting were 
W. J. Fillingim, general southern agent, New Haven Railroad, 
Atlanta, and H. Gower, secretary of the Traffic Study Club oi 
Atlanta. 


The Traffic Club of New Orleans will hold a luncheon # 
the Roosevelt Hotel February 3. Major General T. Q. Ashburt, 
chairman of the Inland Waterways Corporation, will be the 
speaker. 


N. C. Frick, chairman of the nominating committee of & 
Omaha Traffic Club, has reported the following list of nominees 
to be voted on at our annual election February 20: President, 
Warren W. Brown, Nickel Plate, and E. E. McCullough, Wester 
Pacific; first vice-president, W. J. Humpert, Armour and Col 
pany, and F. F. Clobridge, Loose Wiles Biscuit Company; 8° 
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BUFFALO. ROCHESTER AND PITTSBURGH 


RAILWAY COMPANY 


HAVE YOU TRIED 


Our New 


FAST FREIGHT SERVICE? 


THE NEW CASTLE ROUTE 


Two new trains—Chicago 97 and Buffalo 
94 are now in daily service between Buffalo 
and Chicago. Third-morning deliveries 
between these cities and fourth-morning 
deliveries between New York and Chicago. 


THE CLEARFIELD ROUTE 


The Quaker Express has been giving reg- 
ular daily service for many years from the 
Buffalo Frontier, making second-morning 
deliveries to points in Eastern Pennsy]l- 
vania, New Jersey and New York City. 


FOR DEPENDABLE, ALL-YEAR, ALL-WEATHER SERVICE - 
MARK YOUR FREIGHT FOR THESE TRAINS 


INDUSTRIAL 


If you are considering a possible relocation in a small, suburban 
community, we invite your investigation of the attractive and promis- 
ing communities located along the Buffalo, Rochester and Pittsburgh 
Railway. 


There will be found available a number of sites adjacent to side- 
tracks, making them ideal from a traffic standpoint—Public utilities, 
water, gas, light and power and labor supply in abundance. If you 
are interested, write to— 


E. A. NIEL H. E. HUNTINGTON WM. PUGH 
Traffic Manager Asst. Traffic Manager Asst. General Freight Agent 
Rochester, N. Y. Rochester, N. Y. Rochester, N. Y. 


OOOO 
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ond vice-president, Wm. Clup, Wabash, and G. A. Remington, 
C. & N. W.; secretary-treasurer, W. V. C. McCormack, American 
Milling Company; directors (railroad—3 to be elected), John 
Henry, C. & N. W.; Paul Hefty, Canadian Pacific; S. A. Moss, 
Missouri Pacific; D. W. Quick, C. G. W.; L. L. Krattville, K. C. 
S., and E. P. Hennessy, C. R. I. & P.; (industrial—3 to be 
elected), E. L. Walters, Mona Motor Oil Company; C. F. Klatt, 
Orchard Wilhelm Company; A. L. Lierk, Omaha Steel Company; 
J. L. Wills, Updike Grain Company; E. C. Peterson, General 
Electric Company, and H. L. Johnson, Carpenter Paper Company. 





The Traffic Club of Tulsa held its weekly luncheon at the 
Mayo Hotel January 25. J. B. Blanton, general agent of the 
Kansas City Southern, was chairman of the entertainment com- 
mittee. O. B. Badger, superintendent of vocational instruction, 
Tulsa High School, gave a fifteen minute address on office ap- 
pliances, and Newton Graham, vice-president, Exchange Trust 
Company, gave a brief talk on the bond issue. There was also 
entertainment furnished by pupils of the high school. One hun- 
dred members were in attendance, together with ten out-of- 
town guests. 





The fourteenth annual dinner of the Traffic Club of Houston 
was held January 23 at the Rice Hotel. The club had as its 
principal speaker J. E. Turney, vice-president in charge of traffic 
and law, St. Louis and Southwestern. He spoke on carrier reg- 
ulation and carrier management, emphasizing the fact that the 
trend of regulation is toward governmental operation, and 
stressed the importance of capable, efficient and proper carrier 
management as a means of arresting that. J. E. Carter, assist- 
ant general freight agent of the Southern Pacific Lines and re- 
tiring president of the club, spoke on activities of the club. 
John W. Daniel, traffic manager of the Peden Company, incom- 
ing president, outlined a program for the coming year. A 
musical program was provided by several members of the club, 
at the conclusion of which there was dacing. 





The Traffic Club of Wilmington will give its third annual 
dinner at the duPont-Biltmore Hotel February 25. A large at- 
tendance is anticipated. Present officers are as follows: Presi- 
dent, J. P. Stewart, local agent, Reading Company; vice-presi- 
dent, F. W. Milling, traffic department, duPont Company; 
treasurer, Frank R. Webb, traffic manager, Amesite Company; 
secretary, J. R. Hanna, traffic department, Pennsylvania; board 
of governors, George W. Bumpas, district freight agent, B. & O.; 
O. E. Pyle, traffic department, duPont Company; I. N. Drew, 
taffic department, duPont Company; P. F. Guerke, traffic man- 
ager, Chamber of Commerce; Thomas W. Hetherton, assistant 
traffic manager, duPont Company. 





In the absence of the president, Grace Dewey, the first vice- 
president, Dessie Phipps, presided over the regular meeting of 
the Women’s Traffic Club of Los Angeles January 22 at the 
Alexandria Hotel. The speaker was Mrs. Bernice Johnson, 
lecturer and past president of the Wednesday Morning Club. 
Her subject was “Current Events.” A trio consisting of Miss 
Wanda Savage, Miss Josephine Ketcik and Miss Esther Brady, 
accompanied by Miss Carol Kierulff, gave several musical se- 
lections. A dance was held January 25, at which a program 
4 nn was presented, under the direction of Miss 

pps. 





The Phoenix Traffic Club held its first dinner dance January 
17 at the Arizona Club. There were a large number of guests and 
entertainment was furnished by the Ernest Snodgrass Studio 
of Dance and W. F. O’Brien and Miss Bernice May. The fol- 
lowing officers were installed: W. LeRoy Hamilton, traffic 
director, Arizona Packing Company, president; J. W. E. Trefz, 
general agent, Rock Island, vice-president; Reid M. Rowan, gen- 
eral agent, Texas & Pacific, treasurer; William Downing, traffic 
department, Santa Fe, secretary. P. C. Davidson, office man- 
ager, traffic department, Southern Pacific; Wayland E. Brown, 
ticket agent, Union Depot; Frederick L. Goff, traffic manager, 
Crane Company, and E. G. Strohl, traffic councilor, directors. 





Subjects on the docket at the regular meeting of the Indus- 
trial Traffic Club of San Francisco at the Commercial Club Jan- 
uary 28 included the following: Distinction between contract 
carriers by truck and common carriers by truck, in terms of 
recent ruling of the California commission; Agent F. W. Gomph’s 
application No. 16179, and docket 2675, S. F. Milling Company 
vs. S. P., before the California commission. 





A second ticket of nominations has been presented by mem- 
bers of the Junior Traffic Club of Chicago to be voted on at 
the annual meeting February 6. The ticket follows that pre- 
sented by the nominating committee, except that Charles W. 
Sheldon, Santa Fe, is presented for treasurer, and A. E. Marti, 
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N. C. & St. L., for director. 


The club’s basketball has 
been entered in the Mid-West Industrial Basketball [¢, 
J. E. Paulan has been elected president of the league. - 





The regular meeting of the San Antonio Traffic Ciyp y 
postponed from January 27 to January 31. On that day the 
club was host to the Joint Conference of Freight Rate Associa 
tions at the Plaza Hotel. Lawrence Goforth was chairman y 





the day. 
The Junior Traffic Club of St. Louis held its firg “get, ] 
together of the new year” at the Warwick Hotel January 4 


The following have been nominated for office, to be Voted on - 
at the February meeting: President, George A. Florida: firs: 
first vice-president, J. E. Nash; second vice-president, '¢. 4 
Bardon; treasurer, C. J. Clark; directors, R. I. Duggan, Ray 
Williams, I. H. Snow, J. Maserang and H. C. Vogel , 





The annual meeting of the Traffic Club of Minneapolis y,; 
postponed from January 23 to January 30. Elmer H. smith 
president of the Smith Welding Equipment Corporation, gay; 
a talk on and demonstration of liquid air. 





On February 3 the Traffic Club of St. Louis will hold a lung. 
eon at the Hotel Jefferson. O. T. Remmers, local attorney, yi 
speak on “Abraham Lincoln.” The eighth annual “Linch 
Birthday Dinner Dance” will be given at the Hotel Jeffers, 
February 12. Cleveland A. Newton, former Missouri congress. 
man, will be the speaker. 





Personal Notes 





James B. Johnson, Jr., has been appointed traveling freight 
agent, Buffalo, Rochester and Pittsburgh, at New York, suc 
ceeding George T. Tompkins, resigned. 


Changes in titles of representatives of the M.-K.-T. at Waco, 
Tex., have been announced as follows: T. H. Scales, division 
freight and passenger agent, formerly division freight agent; 
M. B. Schaefer, city passenger and freight agent, formerly divi- 
sion passenger agent; J. O. Cross, traveling freight and pas 
senger agent, formerly traveling freight agent. The title of 
George Bendetti, at Austin, Tex., has been changed from that 
of city passenger and ticket agent to city passenger and freight 
agent. 

O. I. Paulson has been appointed assistant supervisor 0 
agriculture, Union Pacific, with headquarters at Portland, Ore, 
succeeding C. C. Gignoux, who died. 


Frank O. Mooney has been appointed general agent, Chicago 
Great Western, at St. Louis, succeeding George R. Gregg, trals 
ferred to Cincinnati as general agent. 

Howard Craft, who has been western traffic manager, Buick 
Motor Company, at Chicago, has been appointed assistant traffic 
manager, with headquarters at Flint, Mich. Frank B. Blackwell, 
western traffic representative, will be in charge of the Chicago 
office. 


The twelfth annual dinner of the Washington Passenge 
Association was held January 15 at the Arlington Hotel, Wast 
ington, D. C. Invocation was given by Mr. B. R. Tolson and the 
address of welcome by James B. Edmunds, general agent, Chest 
peake and Ohio and the Pere Marquette. Speakers included 
E. R. Oliver, vice-president, Southern Railway; Gerald P. Nye, 
United States senator from North Dakota, and Lt. Col. 2 
mund Bullis, national chairman of the Pilgrimage Committee 
the American Legion. W. A. Catanach, retiring president, b= 
presented with a traveling bag. The presentation was — ; 
George P. James, general passenger agent, Atlantic Coast if 
who was toastmaster. Mr. James referred to the fact that - 
Catanach had been in attendance at every meeting and bern 
throughout the twelve years he had held the office of preside 
having left Washington in September to become special 
sentative of the operating vice-president of the Pennsyne 
with office at Chicago. Newly elected officers are a8 follows: 
President, C. T. Stewart, superintendent, Washington offices. 
the Pullman Company; first vice-president, Harry Carr, di 
passenger agent, Pennsylvania; second vice-president, ae 
Owings, ticket agent, Washington Terminal; secretary-treasu™ 
R. M. Chesley, Baltimore and Ohio. Chairman of the ex por 
committee is John F. Whittington, division passenger 
Baltimore and Ohio, who was also chairman of the e aed 
ment committee in charge of the banquet. Music was whic 
by the Washington Passenger Association orchestra, 9 
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42 Steamship Lines 


ARE SERVING THE— 





PORT OF 
MOBILE 


$10,000,000.00 Ocean Terminals 


COMPOSED OF 
Concrete Wharves 
Enclosed Fireproof Transit Sheds 
Extensive Shipside Fireproof Warehouses 
Cotton Compress and Warehouses 
Automatic Sprinklers All Buildings 


Electric Derrick, 75-ton Capacity 
Coal and Material Handling Plant 
Industrial Sites for Lease 
on Canal and Harbor Frent 
Connecting with All Railreads 


SEND FOR PORT OF MOBILE BOOKLET 


-* ALABAMA - > 4 


STATE,DOCKS COMMISSION 


‘ Z, & a 
mos ug ALABAMA 
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Arch C. Brown is the director, and entertainment by « 
Godfrey, “The Singing Marine,” who was master of cen 

Effective February 1, the refrigerator service atc 
the claim prevention bureau of the Milwaukee are consolf, 
W. L. Ennis is appointed manager refrigerator service and 
prevention, and H. A. Wicke is appointed assistant Claim 
with headquarters in Chicago, according to announcement p. 
J. T. Gillick, vice-president of the railroad. at by 

Burton E. Lockwood, chief accountant in the Office of 
auditor of freight traffic, Pennsylvania Railroad, at Philade| the 
and one of the company’s veteran employes, retires from mos 
service under the pension regulations February 1. He has me, 
almost 41 years in railroad work. peat 

G. F. McNeill, assistant general passenger agent North 
Pacific, at Minneapolis, retires at the age of 70, ‘under th 
pension rules, February 1, after 45 years and 5 months of con. 
tinuous service. C. S. Kirkland becomes genera] agent, pas. 
senger department, and will take over the duties performeg by 
Mr. McNeill. 

Changes in the organization of the freight traffic department 
of the Southern Railway have been made as follows: R, 7 
Morris, assistant freight traffic manager at Washington, D, ¢ 
transferred to Louisville, Ky.; W. T. Turner, assistant freight 
traffic manager at Birmingham, Ala., transferred to Was 
with same title, succeeding Mr. Morris; C. A. Russell, assistay; 
freight traffic manager at Memphis, transferred to Birmingham, 
with same title, succeeding Mr. Turner; William Humphrey, 
assistant general freight agent at New Orleans, transferred 
to Memphis as assistant freight traffic manager, succeeding yy 
Russell; Charles F. Lauer, general agent Havana, Cuba, tran. 
ferred to New Orleans, as assistant freight traffic manager 
succeeding Mr. Humphrey. Mr. Lauer’s successor at Havang 
will be named later. 

Maurice A. Welsh, superintendent and traffic manager, 
Waterloo, Cedar Falls & Northern Railway, died at the Chicago 
Memorial Hospital, Chicago, January 18. 

Chairman Blease and Commissioner Ellerbe, of the South 
Carolina commission, has been reelected for terms of two yean 
by the state legislature. 

Kenneth L. Chipman, general agent at Boston of the Do 
minion Atlantic Railway, died at his home in Cambridge Jam- 
ary 26. 

Charles L. Wilder, traveling freight agent of the Wabash 
at Boston, died at Malden, Mass., January 27. 

W. M. Baker has been appointed commercial agent, C. B.é 
Q., at Davenport, Ia., succeeding C.E. Carlson, promoted. 

Charles J. Brister has been appointed vice-president in 
charge of freight traffic, New York Central and Pittsburgh é 
Lake Erie, with headquarters at New York. Loren F. Vosburgh 
has been appointed vice-president in charge of passenger trafic, 
with headquarters at New York. 

J. B. Carpenter has been appointed commercial agent, Gulf, 
Mobile & Northern and New Orleans Great Northern, with heat: 
quarters at New Orleans. The position of trayeling freight 
agent at St. Louis has been abolished. ; 

R. E. Maloney has been appointed commercial agent, Illinois 
Terminal Railroad, at Chicago. K. L. Stivers has been appointed 
traveling freight agent at Chicago, succeeding E. A. Cordell 
who died. J. K. Nangle has been appointed commercial agett 
at Tulsa, Okla. 


NEW JERSEY WAREHOUSEMEN 


A resolution commending action of the New Jersey Trafic 
Advisory Committee in connection with the New Jersey lighter 
age case was adopted at the annual meeting of the New Jersey 
Merchandise Warehousemen’s Association at Newark, N. a 
January 23. The association pledged its support to the ¥ 
of the committee and adopted the resolution following an address 
on the subject by C. J. Fagg, of the Newark Chamber of Com 
merce. Dinner preceded the business meeting. The followis 
officers were elected: President, A. N. Granzen, general a 
ager, Mercur Corporation, Newark; first vice-president, H. ¢ 
Lewis, secretary, Merchants’ Refrig., Newark; second ' 
president, F. C. Betts, traffic manager, Lincoln T 
Kearny; treasurer, F. Stoecker, traffic manager, Passaic es 
fer, Newark; secretary, F. S. Shafer, treasurer, ae - 
house, Newark; directors, R. C. Stokell, National Cold Sto vel 
Company, Jersey City; H. E. Wilson, president, Camp 
Stores, Hoboken; F. W. Stokes, manager, Newark Com 
Newark; E. C. Brown, general manager, U. S. Testiné in 
pany, Hoboken; C. E. Fink, traffic manager, Bayway Te pots 
Bayway, and D. R. Crotsley, vice-president, Lehigh Ware 
Newark. 


A MOVIE FOR SHIPPERS | al 

In order to acquaint shippers with every detail of * th 
goods are handled from the moment they are received 

dock until they are finally unloaded and delivered at 
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| ORIENT PACIFIC COAST JOINT SERVICE 


CAND ORIENTAL NAVIGATION COMPANY 
TACOMA ORIENTAL STEAMSHIP COMPANY 
MATSON NAVIGATION COMPANY 
STATES STEAMSHIP COMPANY 
From Philippine Ports, Manila and Hongkong 
Direct o San Francisca, Les Angeles, Portland, Seattle and Tacoma 


SS TACOMA 


Feb. 18 
Feb. 22 
















Selling from | SS GOLDEN PEAK 
= Sa Feb. 4 


a Feb. 8 




























Sen Prancisce... Mar. 6 Mar. 19 
i Mar. 13 
| leo kngtes .. (Omits) 


= (Omits) (Omite 


every week ’ 
Shanghai, Tsingtau, Taku Bar (Tientsin), Dalren and Otaru 
Se odin ies beaiee Peakiek todiiocel tomes 


























heartening sees 
i Shanghai... Jan. 31 (Omits) 
i) Teagiam...... Feb. 5 Feb. 14 
| Tfepeper...... Feb. 10 Feb. 20 
Reareees Feb. 15 
Feb. 26 


oe (Omits) 







Mar. 18 
(Omits) 


(Omita) 
Sailings every ten days thereafter. 
STATES STEAMSHIP CO., General Oriental Agents 


Otel enpeten Cor" Pn 
ni: le 
Agents Ocea pears jen’ a oe m : venport 2900 







seeeee 


Matson Navigation Company 
215 Market St., San Francisco, Cal. Tel. Davenport 2300 
Williams, Dimond & Co. 


Agents States S. S. Co. and Tacoma Oriental Steamship Co. 
310 Sansome St., San Francisco Tel. Davenport 4700 












Laredo to Mexico City . . . 53 Hours 
Eagle Pass to Mexico City . . 67 Hours 





Your Shipments 


TERMINALS: 
Detroit 
731 23rd St. 
Phone 
Lafayette 3470 


Chicago 
3615 Iron St. 


Phone 
La Fayette 4866 
Cincinnati 
447 E. 2nd St. 
Phone 
Main 2299 
Dayton 
917 E 3rd St. 
Phone 
Garfield 531 


st EST. 1927 








between 


Cincinnati, 
Detroit, Dayton, 
Indianapolis and 
Chicago 


travel from your door to consignee’s 
door over night, safely, at rail rates, 
and fully insured and saving cart- 
age at both ends—if they go by Great 
Central. 












One thousand miles—and more—of 
dependable, daily, freight service. 


RAL TRA, 
~ ‘a, 
















| 2p 








DETROIT-CINCINNATI ~ INDIANAPOLIS-CHICAGO 





El Paso to Mexico City . . - 101 Hours 
Brownsville to Mexico City . 69 Hours 


NATIONAL RAILWAYS 


° . e _F. 
1249 Marquette Bidg. 815 Pacific Electric Building 








HIPMENTS under through bills of lading 

are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 









Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 











Fast Freight Service’ 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 







For Complete Information 
Communicate with 





F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 







F. N. Puente, Gen. A. Horcasitas, Com. Agt. 
441 Monadnock Bidg. 414 Whitney Bank Bidg 
San Francisco, Calif. New Orleans, La. 






Alatorre, Com. Agent 






Chicago, Illinois Los Angeles, Cal. 
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DNAS largest built 


under American flag 


S. S. CALIFORNIA—S. S. VIRGINIA 
S. S. PENNSYLVANIA 


{tinerary: New York—Havana— Panama Canal—Bal- 
boa—San Diego (Westbound)—Los Angeles—San 
Francisco. Regular fortnightly sailings. 13 days Coast- 
to-Coast in either direction. Thoroughly modern freight 
facilities. Luxurious passenger accommodations. Special 
garage decks for carrying automobiles uncrated. 










. 
. 




























Proposed Sailing Dates: 


Eastbound from 


Westbound from New York San Francisco—Los Angeles 


Virginia ....... Feb. 8 Mar.22 California..... Feb. 15 Mar.29 
Pennsylvania .Feb.22 Apr. 5 Virginia....... Mar. 1 Apr.12 
California..... . 8 Apr.19 Pennsylvania Mar.15 Apr. 26 


from Los Angeles 2nd day following 


fanama facific fine 


INTERNATIONAL MERCANTILE 


Pier 61 North River. N. Y. C. 
(West 23rd St.) Tel. Chelsea 6760 
Chicago, 180 N. Michigan Ave. 
Philadelphia, PublicLedger Bldg. Baltimore, Chamber of Com- 
San Francisco, 60 California St. merce Bldg. 
Los Angeles, Central Bldg. 


UNITED FRUIT COMPANY 


rama) 
GREAT 

WHITE 
FLEET 
SeRves me 
amcRicAs 


MARINE COMPANY 


1 Broadway, N. Y. C. 
Tel. Digby 2840 
Boston, 84 State Street 
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SG) > Steamship Service <i 


General Offices, One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Havana and Santiago, Cuba; Jamaica, Panama, 
Salvador, Nicaragua, Columbia, Costa Rica, Guate- 
mala, Honduras, British Honduras, and via trans- 
shipment at Cristobal to West Coast Ports of 
Mexico, Central and South America. 


, For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


433 Califernia St., 17 Battery Place, 321 St. Charles St., 
San Francisce, Cal. New Yerk, N. Y. New Orleans, La. 
Leng Wharf, 140 S&S. Dearbern St, 

Besten, Mass. Chicage, DL 






- discrimination and unreasonable preference. 


tion, the American-Hawaiian Steamship Lines have made at 
reel motion picture. The picture, which has been named “Dye 
to Cargo,” is said to represent the first time that either a shin’ 
lower holds or engine room have been filmed. It containg rt 
five different scenes and thirty-six titles showing exactly vl 
the many kinds of cargo are assembled on the dock taoved 1 
shipside, put aboard ship in slingloads, and stowed in the de 
ous holds. = 
The film has been shown already to several SToups of 
Pacific coast shippers and a duplicate has been made ang on 
to the Atlantic coast. Traffic clubs, shippers, or other * am 
identified with transportation desiring to see the film may - 
range for it to be shown before their organizations it . 
announced, by communicating with American-Hawaiian. either 
at New York or San Francisco, or with any of the company’s 
district managers. : 


TRAFFIC MANAGEMENT SURVEY 
(Domestic Commerce, Department of Commerce) 


An eastern firm of iron, steel, and metal brokers reports 
in connection with the transportation division’s industrial traf, 
management survey, that its traffic department in its first year 
made collections for loss, damage, overcharges, reparation, ete 
exceeding $150,000. Claims are reported decreasing yearly, due 
to better cooperation between the traffic and other departments 
and taking the necessary advance precautions against losses 
This firm is said to believe that without its traffic department 
it would be compelled to go out of business. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Jap. 
uary 8-14, inclusive, was 462,621, as compared with 476,234 ip 
the preceding period, according to the car service division of 
the American Railway Association. No shortage was reported. 
The surplus was made up as follows: 


Box, 202,532; ventilated box, 479; auto and furniture, 42,951; total 
box, 245,962; flat, 12,619; gondola, 88,403; hopper, 73,123; total coal, 
161,526; coke, 435; S. D. stock, 23,188; D. D. stock, 3,533; refrigerator, 
13,931; tank, 429; ‘miscellaneous, 998. 


Canadian roads reported a surplus of 32,000 box, 2,575 auto 
and furniture, 1,500 flat, 300 gondola, 1,450 S. D. stock and 35) 
refrigerator cars. 


WIRE AND WIRELESS RATE BILL 


A bill (H. R. 9225) to supplement the jurisdiction of the 
Commission over telegraph, telephone and cable companies, 
wire or wireless, has been introduced in the House by Repre 
sentative Dickstein, of New York. The bill would require ade- 
quate service, just and reasonable charges and prevent unjust 
Companies would 
be required to file schedules of rates and charges and the Com- 
mission would be empowered to suspend proposed rates. A> 
parently the bill would extend to wire and wireless service rates 
regulation similar to that governing rail rates. 





Docket of the Commission 





NOTE—Items In the Docket marked with an asterisk (*) are tm! 
having been added since the last issue of The Traffic World. > 
lations and postponements announced too late to show the change 
this Docket will be noted elsewhere. 


February 3—Kansas City, Mo.—Examiner Disque: CR 
1. & S. 3382—Switching charges at Louisville, Neb., between © ) 
I. & P. Ry. and industries on Mo. Pac. R. R. (adjourned héaring). 


February 3—Philadelphia, Pa.—Examiner Glenn: RR 
21765—Interstate —~ yy & Construction Co. vs. a. 
* 22787 (Sub. 1)—Chester A. Eberly et al. vs. Southern Ry. et al. - 
February 3—Washington, D. C.—Commissioner Woodlock and/or 
aminer Mattingly: tor sit 
17000 (Part 3) tton and related cases (further hearing) ee - 
purpose of receiving evidence with respect to revenue 
traffic within and from southwest). 
February 3—Washington, D. C.—Examiner Pyle: 
22823—-F. S. Royster Guano Co. vs. B. & O. R. R. et al. 


February 3—Chicago, Ill.—Examiners Copenhafer and Smith: 
22426-Rates and Minimum Weights on Metal Containers (ané cunt 
consolidated therewith). uthwest- 
. & S. 3130 (and Ist and 2nd supplements)—Consolidated 60 earrietl 
ern cases (in so far as it relates to rates and ratings on 
or containers, second-hand, empty, returned, etc.). containers 
& S. ancelation of ratings on empty carriers “5 (to 
returned, between points in western trunk line territory ts ot 
heard in connection with 22426, rates and minimum 
metal containers (and cases consolidated therewith)). 


February 3—Alexandria, La.—Examiner Sullivan: Co. 
Finance No. 7946—Joint Application of La. Ry. & Navigatitn, 
and La. & Ark. Ry. for authority to abandon a bran 
railroad from Aloha to Winnfield, La. 
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MILEAGE TABLE 


Showing 


Shortest Distance, Routes and Factors (com- 
prising through distance) via which carload 
traffic can be moved without transfer of lading, 
between 8,000 pairs of important stations in the 


states of Arkansas, Colorado, Illinois (Thebes 
only), Kansas, Louisiana, Missouri, Nebraska, 
Oklahoma, Texas: and reference to the lawful 
Mileage Tables on file with the I. C. C. from 
which they were computed, also list of Inter- 
change Points. Price $10.00. 


C. M. MONTFORT P. 0. Box 887, St. Louis, Mo. 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 SOUTH FRONT STREET, MEMPHIS, TENN. 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 















Storers, Distributors 
and 


Saceiadiiaiietn Philadelphia, Pa., and Houston, Tex. 


From Philadelphia . . Wednesdays and Saturdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 


5 Sim i As8l 
“+ a . mir’ ante 
EW! | a 





-VORLD WDE FREIGHT AND PASSENGER SERVICE 


’ ivi ivi ORIENT IS 
SPEEDING UP! 


| 1 0 4 SHIPS. Frequent sail- Customers in the Orient are doing 
| ings. Many special- business in the new tempo—they 
| ized types of carriers. Low Progenitor ne 
_ insurance rates. Fast Mail dent’ Liners” sailing every other 
liners. Care and skill in han- Saturday from Seattle to Yokohama, 
dling. Prompt forwarding. Kobe, Shanghai, HongKong and 
g p g 


Manila, and arriving from the Orient 
every alternate Monday. 


T 
hese are some of the factors To add to this schedule, six 10,000-ton 


w J 
iia oaeisherat seumantanert express “cargo liners" ‘maintain fre- 
i quent, dependable service to and from 


| Shanghai, Amoy, HongKong and Philip- 
pine Island Ports, 
T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
W. G. ROCHE, Inc., Gen. Agt. R.W.Bruce, Gen. Agt- 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ii. 


L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, 


76 offices in 22 countries at your service 


American Mail Line 





aes 
INTERNATIONAL MERCANTILE MARINE COMPANY 


A.C. FETTEROLF, Vice-President, Freight Traffic 
No. 1 Broadway, New York 


J.D. ROTH, W. T. M., 180 No. Michigan Avenue, Chicago 
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February 3—Washington, D. C.—Examiner Curtis: 

1. & &. arbide of lime (calcium) carloads, from, to, and be- 

tween points in southern territory. 
February 3—Chicago, Ill.—Examiner Fuller: 

1. & S. 3398—Eastbound rate bases and billing instructions on dairy 
roducts from Wabash Ry. stations to destinations served by 
ew England S. S. Co. 

February 4—Chicago, Ill.—Examiner Fuller: 
19427—Henry Marble Co. et al. vs. B. & O. R. R. et al. 

February 4—Bridgeport, Conn.—Examiner Glenn: 
22817—Bay Co. vs. D. L. & W. R. R. et al. 

February 5—Quincy, Mass.—Examiner Glenn: 

22722—Granite Manufacturers’ Assn. of Quincy, Mass., et al. vs. N. 
YN. A. & H. R..R. 


22732—Granite Manufacturers’ Assn. of Quincy, Mass., et al. vs. N. 
2. MN ee 42H. RK. RK. 

February 5—Chicago, Ill.—Examiner Fuller: 
22141—Danville Lumber Co. vs. C. & E. I. Ry. 

February 5—Washington, D. C.—Examiner Curtis: 
22954—-Keystone Slag Co. vs. A. C. R. R. et al. 

February 5—New Orleans, La.—Examiner Sullivan: 

Finance No. 7908—Application New Orleans Great Northern R. R. 
for authority to abandon a line of railroad between Covington 
Junction and Folsom, La. 

February 7—Boston, Mass.—Examiner Glenn: 
22542—Athol Manufacturing Co. vs. W. & N. R. R. et al. 
22856—Athol Manufacturing Co. vs. B. & M. R. R. et al. 
February 7—Chicago, Ill.—Examiner Fuller: 
22862—Old Ben Coal Corp. et al. vs. C. B. & Q. R. R. et al. 
February 7—Washington, D. C.—Examiner Curtis: 
22953—-Southern Coa] Co. vs. I. C. R. R. et al. 
February 7—Penn Yan, N. Y.—Examiner Peterson: 
22926—Keuka Lake Ice Co. vs. L. V. R. R. et al. 
February 7—Cincinnati, O.—Examiner Peyser: 
2 Ohio Ky. Associated Industries vs. A. & W. Ry. et al. 
February 8—Dallas, Tex.—Examiner Disque: 
1. & §S. 3130—Consolidated Southwestern Cases (in so far as the 
schedules under suspension concern beans and peas, dried). 
February 8—Argument at Washington, D. C.: 
ilway mail pay. 
February 8—Boston, Mass.—Examiner Glenn: 
22787—Lord & Spencer, Inc., vs. C. & W. C. Ry. et al. 


POSITIONS WANTED OR OPEN 


CAPABLE traffic manager with ten years’ experience desires new 
connection; qualified in every way; would prove very valuable to 
any business. Investigate my qualifications. Box 264, care Traffic 
World, Chicago, Ill. 


WANTED—Second-hand Wetzel drop front tariff file. Address R. 
E. N. 262, care Traffic World, Chicago, Il. 


NINETEEN ways to save time and money in your traffic de- 
partment. Use printed shipping forms and record sheets. A handy 
folder containing 19 of these economical and efficient aids will be 
mailed free of charge for your inspection. Write for your copy today. 
The Traffic Service Corporation, Merchandise Department, 418 South 
Market St., Chicago, IIl. 
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Distribution 


2000 Carload 
Capacity 


La Cotas an agua 
for the warehousing and 
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February 8—Chicago, Ill—Examiner Fuller: 
22875—Krohn Ice Co. vs. E. J. & E. Ry. et al. 

February 8—Pittsburgh, Pa.—Examiner Brown: 

1. & S. 3130—Consolidated Southwestern Cases (in so far as 


ules under suspension concern iron and steel chains, not nae 


or sprocket). 
February 10—Kansas City, Mo.—Examiner Waters: 

17000 (Part 11-A)—Rate Structure Investigation, rates 
gravel and crushed stone from and to points in = 
Missouri (further hearing). nas 

February 10—Jacksonville, Fla.—Examiner Hagerty: 
22985—Jacksonville Traffic Bureau et al. vs. S. A. L. Ry. et ai 
February 10—Boston, Mass.—Examiner Glenn: s 


20567—-Atlantic Lumber Co. vs. L. & N. R. R. et al. (further hear 


ing). 
February 10—Washington, D. C.—Assistant Traffic Director R, y 
~~ Section Application 577 filed by Sou. Pac. Co.-Atlantie gf 
nes. ‘ 


February 10—Washington, D. C.—Director Bartel] and Special 
aminer Rogers: Ex. 

17936—In re refrigeration charges on fruits, vegetables berries 
melons from the south (adjourned hearing). j and 


February 10—New York, N. Y.—Examiner Weems: 
22606—Celanese Corp. of America vs. P. & L. E. R. R. et al 
20481—American Hide & Leather Co. vs. B. & M. R. R. et al (fur. 

a vent — ag me eg of a ea amount of refund 
ue complainant on shipments on which rate chez 
inapplicable). charged was foul 

February 10—Buffalo, N. Y.—Examiner Peterson: 
22640—Frederick W. Kruse et al., receivers, Acme Glass Co vs, 

Penna. R. R, et al. 5 

February 10—Louisville, Ky.—Examiner Smith: 

Hulen-Toops Co. vs. C. C. C. & St. L. Ry. et al. 

Portions Fourth Section Application 1952 filed by L. & N. RR 

February 10—Washington, D. C.—Examiner Curtis: 
22923—-George F.. Lenz, doing business as George F. Lenz Coal (» 

vs. C. & O. Ry. et al. i‘ 

February 10—Indianapolis, Ind.—Examiner Peyser: 
22890—Henning Grain Co. vs. C. & E. I. Ry. 

February 10—Memphis, Tenn.—Examiner Trezise: 

1. & S. 3151—Fertilizer and materials, including cottonseed cake, 
meal and hulls, between Mississippi Valley territory and points 
north of Ohio River. 

1. & S. 3223—Fertilizer and materials, including cottonseed cake, 
meal and hulls, between Mississippi Valley territory and points 
north of Ohio River (further hearing). 

1. & S. 3354—Cottonseed cake, meal, hulls and related articles, from 
— points to Central Freight Association and related terri. 
ories. 

February 10—Chicago, Ill.—Examiner Brown: 

1. & S. 3130—Consolidated Southwestern Cases (in so far as sched- 
ules under suspension concern slabs, concrete). 


February 10—Washington, D. C.—Examiner Woodrow: 
— No. 3541—Excess Income of D. M. & N. Ry. (further hear- 
ng). 
— No. 3706—Excess Income of D. & I. R. R. R. (further hear- 
ng). 
February 11—Lakeland, Fla.—Examiners Hagerty and Corcoran: 
1. & S. 408—Commodities from, to and between points in Florida. 
February 11—New York, N. Y.—Examiner Weems: 
22712—E. F. Magee Lumber Co., formerly The Huganir-Magee Lum- 
ber Co., vs. L C. R. R. et al. 
22701 (and Sub. 1 and 2)—Merrell-Soule Co., Inc., vs. C. M. St. P. 
& P. RK. B. et al. 
February 11—Chicago, Ill—Examiner Fuller: 
22891—Union Food Products Co. vs. A. G. S. R. R. et al. 
February 11—Boston, Mass.—Examiner Glenn: 
18256—Aroostook County Chamber of Commerce et al. vs. A. &R 
R. R. et al. 
February 11—Ft. Wayne, Ind.—Examiner Peyser: 
22929—A. Moyer & Co. vs. C. M. & St. P. Ry. et al. ‘ 
22963—-Liberty Cooperage & Lumber Co. et al. vs. Southern Ry. et. 


February 11—St. Louis, Mo.—Examiner Brown: 
1. & §. 3130—Consolidated Southwestern Cases (in so far as the 
schedules under suspension concern barrel or drum material, 
iron or steel). 


February 12—Lakeland, Fla.—Examiners Hagerty and_ Corcoran: 
22568—City of Winter Haven et al. vs. A. C. L. R. R. et al. 
February 12—New York, N. Y.—Examiner Weems: 
22774—Sol Blumberg vs. L. V. R. R._et_al. ’ 
22748—W. H. Schneider, trading as J. H: Schneider & Co., 
L. R. R. et al. 
February 12—Ft. Wayne, Ind.—Examiner Peyser: 
22951—-Perrine Armstrong Co. vs. Penna. R. R. 
February 12—Washington, D. C.—Examiner Curtis: al 
22913—-South River Lumber Co., Inc., vs. N. & W. Ry. et a 
February 12—Waycross, Ga.—Examiner Hagerty: _. , 
22901—-South Georgia Traffic Bureau for Georgia Oil Co. Vs. 
Cc. R. R. et al. 


ys, A.C. 
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